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Baiting the Vote Hook 
in Illinois 

QUITABLE decisions, serving the best interests of 
both the public and the investor in utility securities, 

are insured when the personnel of state regulatory 
commissions is appointed on the basis of training, ex- 
perience and general fitness for such positions. When 
these commissions are allowed to function without 
political interference, fair and constructive action has 
nearly always resulted. But the game played by spoils 
politicians exerts a degenerating influence on the com- 
mission form of regulation. Not only does it require 
appointments to be carefully distributed in accordance 
with vote-producing power, regardless of any other 
qualifications, but the politician-commissioner is usu- 
ally so securely bound to the patronage-fed political ma- 
chine, that these ties effectually strangle any impulse 

toward fair and constructive rulings. 

The Illinois commission has done and is doing a 
great deal of constructive work. In recent years, how- 
ever, its members have been handled very much as 
chess men, to be maneuvered about in accordance with 
‘the exigencies of the political game. The latest move 
has been the appointment of a negro as a member of 
the Illinois Commerce Commission. As a _ political 
maneuver to help Governor Small control the negro vote 
of the state it was probably far-sighted, but it is very 
doubtful if the best interests of the people of Illinois 
were the main consideration when weighing the qualifi- 
cations, experience and influence of the new appointee. 


New York Transit Lines 

May Extend in New Jersey 

HE suggestion of the New York Transit Commis- 

sion that the Interborough | Rapid Transit System 
be extended by two lines from downtown Manhattan 
to New Jersey is in line with correct principles in city 
transportation. To secure economy in operation 
through a balanced load, trains should be routed 
through the business section of a community. Hereto- 
fore, state boundaries have been considered a barrier 
to the extension to New Jersey of a transit system built 
by money advanced by the city of New York. The re- 
sult has been that these lines have been constructed 
within the city limits north, east and southeast from 
Manhattan Island, but with no outlet to the west. There 
has been some opportunity to balance traffic through the 
lines to Brooklyn, Queens and the Bronx, but no use 
has been made for this purpose of the vest army of 
commuters who do business in lower Manhattan but 
live west of the Hudson River. 

To some it may seem anomalous that a purely mu- 

nicipal enterprise should extend its activities beyond 
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the limits of the city and indeed of the state, but the 
principles of engineering are not changed by political 
boundaries. The municipal tramway systems of Great 
Britain found that they had to extend beyond the city 
boundaries to obtain best results, and there is no rea- 
son why the city of New York should not follow their 
example. The Port Authority, the interstate vehicular 
tunnel and the interstate park furnish precedents. The 
method of political control for such transit extensions 
may present greater complications than in the case of 


any of the earlier interstate undertakings mentioned, 


but this obstacle should not prove insurmountable. The 
citizens of New York City and of its New Jersey sub- 
urbs should not allow the possible conflicting interests 
of state politicians to stand in the way of such a real 
transportation improvement. 


A Half a Loaf Is Better 
than No Bread 


NE of the most serious questions in the electric 
railway industry today relates to the preservation 
of the small city property. In a large city a great 
proportion of the riding is compulsory. The streets are 
too congested for much private automobile service, and 
the distances are too long to make walking a serious 
competitor of car riding. Hence, unless politics pre- 
vents the charge of an adequate fare, the road can 
usually be made to pay. Traffic may fall off slightly 
with an increase in’fare, but even the largest increase 
in street railway fare which has been made in this 
country is small compared with either the service given 
or the increase in price of most of the commodities 
which the public has to buy. In consequence, at any 
fare up to 10 cents, or perhaps more, there is no danger 
that there will be a permanent falling off of any con- 
siderable amount of patronage on the large city railway. 
But with the road in a small city, say with a popula- 
tion of from 25,000 to 100,000, conditions are almost 
reversed. In such a city automobile driving into the 
center of the community is not only possible, but there 
is often ample parking space. Moreover, the private 
auto usually provides not only quicker service than the 
trolley, but exclusive service, which most automobile 
owners think more of than they do of the higher cost 
of riding to business in their own cars. Finally, the 
distances in the small city between most points are so 
short that walking is possible for a great many trips, 
and if the car headway is at all infrequent walking is 
often the quicker way of getting from one point to 
another. 
What should a railway do in these circumstances? 
Well, it can do a number of things. If there is jitney 
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competition it can secure its reduction. It can reroute 
its cars if a study of the situation shows that to be 
desirable, and it can usually increase their schedule 
speed. lt can employ one-man operation if that has not 
been done. It can discourage the use of private auto- 
mobile by argument, so far as that is possible, and it 
can cultivate good public relations in a variety of ways. 
Finally, if these do not suffice, it can increase its fare. 

But suppose that the railway company has done all 
these things and has reduced its operating expenses 
and increased its headways and its fare to the danger 
point, but still the income from operation is inadequate 
to pay a reasonabe return on the investment. What 
can it do then, to be-xaved? This is not a purely 
hypothetical condition. It is g very real problem on a 
number of properties. 

It is easier to answer the qugtion what not to do 
in circumstances of this kind than te tel] exactly what to 
do. The main thing not to do is not to zat discouraged. 
Conditions like this cannot last always. lv~may be that 
in existing circumstances the investment in he prop- 
erty was unwise, but these conditions may chang. The 
private automobiles in the city may become so nume.yy., 
as to compel the passage of laws curbing their use u 
the extent of their parking in the downtown streets. 
There may be such a reduction in general wages as 
again to bring the operating ratio of the railway com- 
pany to a reasonable figure. The city may grow so 
much as to make car riding necessary to many who 
now walk. In the meantime, if a reasonable return is 
not earned, the security holders should prefer a low 
return to none at all. If the road is abandoned, they 
certainly will at the best get very little of their money 
back. 

Many manufacturers in dull times keep their fac- 
tories going to avoid a greater loss. A railway in the 
condition described should realize the truth of the old 
adage that half a loaf is better than no bread. 


Right Follow-Up Will 
Reduce Accidents of New Men 
EVIEWING the accident statistics of a large street 
railway property recently it was clearly evident 
that new men are most likely to be involved in serious 
accidents after they have been in service for periods 
ranging from two months to one year. Experience of 
this company has also demonstrated that a new man 
who has one or two minor accidents during his early 
experience is less likely to have a really serious acci- 
dent due to carelessness, than is the man who has been 
entirely free from accidents for several months, after 
first going into service. 

Psychologically, the condition is probably explained 
thus. After the initial period of training has been 
completed the new man is keenly alert because of the 
newness of the work. As he becomes more accustomed 
to the job this work becomes more and more automatic. 
If he is fortunate enough to escape minor accidents 
during the first two or three months, his increasing 
self-confidence is very likely to be accompanied by a 
tendency toward carelessness. When this occurs the 
scene has been set, it seems, for a serious accident. 
On the other hand a minor accident or two early in the 
new man’s experience brings him to a more permanent 
realization of the hazards. 

A properly designed course of follow-up, or supple- 
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mental instruction for new employees, should there- 
fore take the man back periodically over the funda- 
mentals of correct and safe operation so as to overcome 
this increasing tendency toward carelessness, as far as 
possible, before his bad accident occurs. To this end a 
very important part of the safety man’s work on a 
railway property is the study of the causes of accidents 
in which new men are involved, with a view toward 
developing charts and talks to form the basis of an 
instruction course that will carry the new man along 
progressively until he can be rated as an experienced 
operator. Even then, of course, experience has shown 
that continued effort in keeping the subject of safety: 
in the limelight gives handsome returns in the form of 
reduced accidents. 


Training Platform Men 
for Present-Day Conditions ‘ ; 


AR operation under present-day street traffic condi- 
tions is a very different problem from that of only 
a few years ago, and its bearing.on the subject of train- 
men’s instruction is worthy of careful consideration. 
In many cases the course of instruction now being 
given to new men was prepared when traffic conditions 
vere very different from what they are today. As a 
sult, the period of training may: be too short to pre- 
Pe new operators safely to cope with modern street 
COMitions, or some practices taught may be altogether 
out ¢ date. A rule book containing many obsolete 
Paras-aphs or clauses, or failing to cover important 
new it€rs, tends to lower the entire book in the respect 
of the tainman. 
; There 4g0 have been many developments and changes 
poth motogment- Among these is the requirement that 
Daveleows nen and conductors must handle equipment. 
pmen, in door operating apparatus and brake 
and control 2quipment are other examples. The in- 
creasing USe ,f train operation in the form of motor 
car and traile. 4. motor units equipped with multiple- 
ae ates hye brought new operating problems that 
ct rie a ee covered in the course of instruc- 
oid foe nm as well as in instructions issued to 
se eee damage to new equipment some- 
See: ae d from putting it into service in charge 
ave ae Aa RS old in the service, perhaps, were 
smiths ene relative to its operation. Aside 

: . \g repair bills, such practice causes 
serious operatin: gelays and consequently the new 
equipment makes, paq initial impression on the public 
where a good iMbession was most important. In such 
cases the trainm« got the blame but it really belongs 
on the shoulders ¢ the company officials who did not 
give the matter ‘cient attention. 

In secre to .e need for more thorough and more 
Leenntae deanes which is brought about by modern 
pabcen MEER nhaee new equipment, the close contact 

ae eee form man and the traveling public 
ie ae us ing. an exceedingly important factor in. 
aes ae question of establishing and main- 

: ‘able public relations. Thus liberal ex- 
penditures + time and money in the more thorough 
instruction os new employees would seem to be well 
justified. ih¢ opportunities available for improvement - 
commend ne subject to the attention of progressive 


manager pts. 
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Passenger Comfort the Feature of the 


New Chicago “L” Cars 


Although Low First Cost and Maintenance Were Considered, the Car Rider’s 
Convenience Has Precedence—Plush Seats, Liberal Ventilation, and Insulation 
Against Noise and Cold Are Features—Wood Roof Considered Necessary 
for Overhead Trolley—Steel Headlining and Sub-Floor Reduce Fire Hazard 


. 


gers have been the primary fac- 

“ tors considered in the design of 
the new steel motor cars recently put 
in service by the Chicago Elevated 

Railroad. Although careful attention 
has been given to the design of the car 
structure and its apparatus, to secure 
low first cost and low maintenance, the 
comfort and convenience of passen- 
gers was made the controlling consid- 
eration. This policy is reflected both 
in the construction of the car itself 
and in the selection of its equipment. 
The psychological factor in winning 
public approval and good will has been 
taken into account and the appearance 
and finish of the cars were given care- 
ful thought. 

The interior trim is in natural ma- 
hogany. Where steel panels or posts 
are exposed in the interior they are stained and grained 
to imitate the other finish. The headlining is painted a 
light cream color and is paneled with mahogany mold- 
ings. The steel curtain molding, stained to match, is 

_ made up in a simple and pleasing shape. It is formed at 
the upper edge to hold the advertising cards. This 


Gen and comfort of passen- 


* molding is carried across the bulkhead panel so as to 


carry out a stream-line effect on the interior. The cur- 
tains are made of double-faced Pantasote with Railway 
Supply & Curtain Company rollers and fixtures. Electric 

- Service Supply Company roller signs are installed in the 
four corner windows of the body. 

There are eighteen Hale & Kilburn reversible cross- 
seats spaced on 324-in. centers, which corresponds with 
the spacing of the side posts, soas to give a full window 

opening at each seat. Longitudinal seats at the four 
corners of the body provide additional space for sixteen 
passengers, making a total seating capacity of fifty-two. 
The seats are of full spring construction and are up- 
holstered in high-grade green figured plush. The 
slope of the backs was carefully considered from the 
standpoint of comfort, and with this point also in view 
the longitudinal seat cushions are tilted so as to make 
them as comfortable as possible. 

The illumination in the body is furnished by twenty 
shaded 23-watt lamps installed in three rows. Two rows 
are spaced approximately over the centers of the cross- 
seats and the third is in the middle of the car, A sepa- 
rate circuit furnishes the illumination for vestibules 
and cabs. Four battery lamps in the body are controlled 
by a no-voltage relay, when the power supply is off, 
to keep the car from being in darkness. 

Twenty-four Consolidated electric heaters of 630 


= 


Sliding Doors Are Protected by Reversing Shoe on Kdge 


watts capacity each are controlled by Utility thermostat 
equipment. In addition a 1,200-watt heater is installed 
in each motorman’s cab. Although the Chicago ordi- 
nances require a minimum temperature of 50 deg. F. for 
the interior of cars, the thermostats have been set to 
cut the heat in at 58 deg. F. and out at 60 deg. F., with 
the idea that this temperature would be most comfort- 
able for passengers in long-haul elevated service. 

Grab handles are conveniently placed to give security 
and convenience to standing passengers, and the leather 
hand straps of the customary type have been replaced 
by rigid overhead grab handles of the “Rico Steelkar” 
type, arranged to spring back out of the way when not 
in use. These handles and their supports are finished 
in white enamel. 


FLooR INSULATED AGAINST NOISE AND COLD 


Composition floors used on previous steel cars proved 
unsatisfactory on account of their coldness. On these 
new cars, therefore, a double wood floor was used. This 
consists of alayer of té-in. tongue-and-groove yellow pine 
beneath, laid crosswise, with +8-in. x 22-in. tongue-and- 
groove maple above, laid longitudinally within the body 
and crosswise of the car in the vestibules. To insure 
a comfortable temperature and also to prevent the trans- 
mission of noise to the interior of the car, a 4-in. layer 
of compressed hair insulating material is laid between 
the steel underframe and the lower wood floor. In addi- 
tion, two thicknesses of building felt are used between 
the upper and lower wood floors. Aisle strips are formed 
by rabbeting the top floor boards both on the interior 
of the body and in the vestibules. At the door thresholds 
these rabbeted grooves are tapered up flush with the top 
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of the floor so as to facilitate cleaning. Safety treads 
are used at all door openings, and in addition a leather 
mat is set into a brass casting located at each sliding 
door, designed to drain off water and keep the car floor 
as clean as possible. 
Liberal provision is made to insure good ventilation. 
Two Utility automatic air intakes are located at each 
end of the body, so arranged that the intake grilles are 
mounted in the body headers. There are two additional 
intakes at the center of the body. This equipment is 
designed to draw in ‘air when the car is moving in either 
direction. Four Utility exhaust ventilators are spaced 
on the roof along each side of the car between the in- 
takes. Carrying still further the policy of providing the 
maximum of comfort to passengers, each car is equipped 
with two oscillating fans mounted on the bulkhead headers 
and operated from the 32-volt storage battery. 
Operation of these cars on the Evanston branch of the 
Northwestern line and on the Oak Park division requires 
overhead trolley equipment. The roof therefore has been 
made of wood to insure proper electrical insulation. The 
construction, however, has been designed to be as nearly 
fireproof as possible under these conditions. To this end 
the headlining is made of z-in. steel. For the same 
reason a sheet of zs-in. steel covers the entire under- 


Deck plate. Fe Xi ee: xXxF ee 


frame structure below the wood floor, protecting the car 
against fire and tying the underframe members together 
in place of using the customary type of diagonal bracing. 


THE CAR FRAMING Is OF RUGGED CONSTRUCTION 


The underframe itself is designed to withstand im- 
pact incident to coupling of long trains, and is also re- 
inforced longitudinally to prevent excessive damage in 
case of collision. The built-up body bolsters are made 
with a #-in. x 9-in. mild steel,upper plate and a 1-in. 
x 9-in. bottom plate, separated by a steel casting at the 
center with an extension which is riveted to the center 
sills, forming an anchorage for the draft gear. The 
center sills consist of two 6-in. x 124-lb. I-beams in one 
continuous length between bumpers and spaced on 24-in. 
centers. These are reinforced at the bolsters by 8-ft. 
4-in. sections of 3-in. pressed-steel channel riveted to 
the I-beam. 

Continuous 6-in. x 8-lb. channel side sills are run from 
bumper to bumper. These are also reinforced with sec- 
tions of %-in. pressed-steel channel, both between the 
bumper and bolster and-at the center of the car. The 
bumpers are 6-in. x 8-lb. channel and are reinforced 
with anti-climbers 5 ft. 4 in. long riveted to the outside. 
A #s-in. thick plate, 19 in. wide at the center, is riveted 
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Plan and Elevation of the Framing of the New Chicago “L” Car 
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inside of the side girder plate. 
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across the tops of the bumper, center sills and side sills. 
A second plate 4 in. thick by 17 in. wide at the center is 
riveted across the bottoms of these members. Four main 
cross-sills are spaced in the underframe between bol- 
sters, and consist of 6-in. x 4-in. pressed-steel channels 
riveted in three sections between the side and center 
sills. These cross-bearers are reinforced above by 
plates of 4-in. x 4-in. material and in addition by 4-in. x 
4-in. plates below. The upper reinforcing plates are 
riveted through the zs-in. floor plate, which is first laid 
directly on top of the underframe members. Inter- 
mediate floor supports are made of *s-in. x 4-in. pressed- 
steel channels carried between the side and center sills. 


PRESSED-STEEL POSTS AND BRASS SASH USED 


Pressed-steel side posts of a plain box type, spaced on 
323-in. centers, are made of z#-in. material, flanged 
at the top and bottom. These are riveted to the side 
sills below, and to the 4-in. x 24-in. x 34-in. body side 
top-plate angles above. Sash and curtain guides are 
formed of brass angles fastened to the side posts as 
shown on the accompanying cross-section drawing. 
Both the top and bottom sash are brass, the top sash 
being set in between the posts and held in place by an 
angle-shaped batten fastened to the post and clipped 
under the bottom rail of the upper sash. O. M. Ed- 
wards sash locks and compression devices are used on 
the lower sash. 

Both the side girder sheet and the letterboard are 
made of z:-in. steel. The belt rail is a 4-in. x 3-in. bar, 
capped with a rolled-steel section 4 in. thick, supporting 
the mahogany arm rest. 


PROVISION IS MADE FOR POSSIBLE ADDITION 
OF CENTER Door 


As the center doors on the existing elevated cars are 
not used, it was considered desirable to build the new 


cars without center doors in order to provide more 


comfortable cross-seats in the middle of the car. This 
also gives an unobstructed window construction. The 
framing has, however, been arranged on the new cars 
so that a center door may be added if desired in the 
future. To this end the side girder sheet and letter- 
board are spliced at a point where the center door open- 
ing would be made; the side sills are reinforced below 
this section, and reinforcing angles have been installed 
on the belt rail adjacent to the section in which this 
opening would come. To install center doors it would 
only be necessary to remove the sections of the girder 
plate and letterboard, take out the side posts and install 
posts for the door pockets. All necessary reinforcing 
has already been put into the body structure. 

Still further to insure comfort and freedom from 
noise, insulating material has been applied to the in- 
terior of the steel frame. A layer of ws-in. Agasote is 
fastened to the inside of the letterboard, and a #-in. 
layer of compressed hair insulation is fastened to the 
Compressed hair { in. 
thick is also put into the roof above the headlining. 
The inside lining below the arm rest consists of Aga- 
sote, painted and grained to match the mahogany in- 
terior finish. Back of this lining a 3-in. x 94-in. seat 
mounting board is carried between side posts. This 
construction is designed to insure a secure fastening 
for the cross-seats. To guard further against loose 
seats, the pedestals are bolted through the floor and the 
ws-in. plate beneath. ; 

THE control equipment is mounted in the right-hand 
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corner of each vestibule. The apparatus is inclosed be- 
tween the dash and a Swinging door, which when closed 
Serves as the end wall of the vestibule and protects 
the apparatus against tampering. This swinging door 
when opened engages a small Swinging panel mounted 
on the body end panel, and thus forms a cab. 

In addition to the master controller, brake valve and 
ar gage, a cab heater, a push-button switch for con- 
trolling the adjacent sliding door, a cab-light switch and 
a cab-heater switch are provided. The cab-heater 
switch is mounted so as to cut off the heat when the 
cab door is swung into the closed position. 


Door ConTRoL Is ELECTRO-PNEUMATIC 


The four sliding doors on each car are controlled by 
National Pneumatic equipment. Push-button switches 
are located on the exterior of the dash. Two switches 
are located on each side of the dash corresponding to 
the doors on that side at each end of the car. A selec- 
tor switch allows the control circuit to be arranged so 
that a guard between two cars may control the adjacent 
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This Section Through the Windows Shows the Side Post and 
’ Roof Construction 
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Section B-B 


Platform Construction Showing Arrangement for 
Motormah’s Cab _. 


Detail of Center Bearing 


doors in each car or may take control of all four doors 
on each car. This arrangement allows the train to be 
operated with one guard for each two cars. 

The selector switch has three positions. In the first 
the control of all four doors on a car is centralized at 
one end. In the second the control of all four doors 
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is at the opposite end, and in the third position the two 
doors at each end of the car can be controlled only 
from the switches at that end. Thus a guard stationed 
between two cars can control eight doors or only four 
doors, two at the adjacent end of each of the cars be- 
tween which he is stationed. A signal light circuit is 
arranged to indicate when all four doors in a car have 
been closed. : 

The door-control switch in the motorman’s cab en- 
ables him to open the sliding door at his corner for 
observation along the outside of the train, without 
interfering with the control of the remaining doors in 
the car. An angle cock interlock on the air pipe leading 
to the motorman’s brake valve short circuits the door 
contacts in the signal circuit when the cock is open, so 
that the rest of the door signal system on the car is 
not interfered with when the motorman opens his door. 

The door signals on each car are independent and 
are not interconnected through the train. The starting 
signal is communicated to the motorman by bell cord, 
the door’ signal light system serving only to advise the 
guard when all the doors on each car have been closed. 
An automatic reversing switch is installed on the front 
edge of the door so as to reverse it in the event of a 
passenger being struck by the door in closing. A door- 
control cylinder is connected with the air line angle 
cock on the coupler. When the cocks are closed, as at 
either end of a train, this cylinder breaks the door- 
control circuit and makes the doors at that end of the 
car inoperative. 

The cylinders which actuate the door-engine valves 
and the magnet valves which control the admission of 
air to these doors are spring operated in‘ the closing 
position, so that failure of either the power or air sup- 
ply leaves the doors closed. Each door can then be 
opened by a manually operated handle located on the 
engine under the longitudinal seat. Both the actuating 
cylinders and the controlling magnets are of the same 
type as those used in the multiple-unit control appa- 
ratus, avoiding the necessity of carrying special re- 
placement parts. 


BRAKES, TRUCKS AND ELECTRICAL EQUIPMENT 


Each car has one motor truck and one trailer truck 
of Baldwin manufacture. The driving wheels have a 
diameter of 34 in. and the trailing wheels 31 in. 

The brake equipment is Westinghouse universal type 
with a D-3-F compressor. 

Two 165-hp. inside-hung motors, mounted on one 
truck, are geared for a maximum speed of 40 m.p.h. 
Westinghouse No. 567 motors are used on seventy-five 
cars and General Electric No. 243 motors are on the 
others. The use of two motors mounted on one truck 
is in accordance with the practice on this property. 
It is held to reduce the liability of derailment and to 
make a saving in the weight of trucks. All control and 
brake apparatus under the car is located so as to keep 
the car balanced. This allows the control apparatus 
and conduit to be grouped near the motor truck end 
of the body and the brake apparatus near the opposite 
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end, which simplifies the control wiring and air piping. 

The control is Westinghouse Type ABLFM on ninety- 
five cars and General Electric Type PC on ten cars. 
Duplicate jumper terminals are installed together with 
a change-over switch, so arranged that the new cars 
can be operated in trains with either the Westinghouse 
control equipment on the cars of the Metropolitan 
division or the General Electric equipment on the North- 
western and Oak Park divisions. The 32-volt storage 
battery is charged automatically from the power line 
through a fixed resistance, under the control of a watt- 
hour meter. 


_ All wiring is installed in conduit. Auxiliary circuit 


5 Lb. 
Weight of body complete with control and brake apparatus. 45,650 
Dearne aa OUOMAE TICK ile cles cs css vals dev ccscsaey esas 11,650 
Weight of trail truck 


De UmOE st WON LGS-NDy MOLOTS. ©... ccc ceccececcesecectae 9,750 
OUP TAN GERE BLEU sordid GE S000 LISS OCC 76,650 
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switches and fuses are grouped on a specially designed 
panelboard located in a fireproof switch cabinet in one 
vestibule. The wiring for door-control circuits is run 
in individual 4-in. conduits, one wire per conduit, to 
eliminate as far as possible the danger of short circuits. 

A brief description of this car was given in the 
ELECTRIC RAILWAY JOURNAL for Dec. 8, 1923 on page 
993, including a view of the interior and a table of the 
Weights of the car are given in 
the accompanying table. 


Steel Poles Improve Street | 
Appearance 


HE Chicago & West Towns Railway has recently 
completed the work of rebuilding a section of its 
overhead line on West Madison Street, through the vil- 
lage of Oak Park, Ill. The reconstruction was necessi- 
tated by a widening of the roadway from 46 to 76 ft. 


~The condition of the old poles was such that it was 


considered unwise to move them and hence it was de- 
cided to replace the entire line. 

The new poles are of the Bates expanded steel type, 
set in concrete to a depth of 54 ft: They were placed 
in position ready for the overhead construction before 
the old poles were removed. Fifteen men, split into 
four gangs, handled all of the work. Five men dug 
the holes, followed by two men who placed the forms, 
after which five men placed the poles in position and 


‘three men with a concrete mixer poured the concrete. 


A form 12 in. x 18 in. x 54 ft. long was used and 
the base was cast in a position somewhat off the center 
of the pole, the bulk of the concrete being on the street 
side. After a set of ten days the line was in condition 
to receive the overhead wires. On the north side of 


the street a 30-ft. pole with a 5-in. top was installed, 


while on the opposite side a 6-in. top was used because 
it was necessary to mount a crossarm carrying four 
feeder cables. One of the accompanying photographs 
shows a 35-ft. pole with a T7-in. top carrying the line 
at a feeder intersection. 

This entire installation was handled by the men of 
the West Towns Railway. A tractor trail truck was 
used to transport the poles from the railroad side track 
to the job. They were then mounted in position by 
means of pike poles and a small improvised derrick. 
No other special construction equipment was required 
and the poles were lined up by sight, without the use of 
an instrument. This was done by setting the first two 
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Chicago & West Towns New Overhead Construction, 
35-Ft., One-Piece Pole Is Used as a Corner Pole 
at Feeder Intersection 


poles with a rake away from the street an amount equal 
to the taper of the pole, thus bringing the far side of 
the pole into a vertical position as indicated by a plumb 
line. The third pole was then aligned by sighting along 
the first two. This process was continued until the com- 
plete line was set. The accompanying photograph shows 
the result obtained. 

Favorable comment on the installation has been re- 
ceived by the company from citizens and the village 
officials. An object of widening’ the street was to make 
it a very attractive thoroughfare. With the street light 
poles placed every 100 ft. along each side of the street 
and the railway poles every 110 ft., the appearance of 
the completed job/has met with general approval. 


Electric Railway Income Tax Statistics 
HE following figures for electric railway companies 
appear in the report of the Commissioner for 

Internal Revenue on the income tax for 1921, just issued 
by the Treasury Department: 


INCOME TAX DATA OF ELECTRIC RAILWAYS FOR 1921 


Total number of corporations reporting.......+.++++ 458 
Corporations reporting net income: a 
Total nuUmMbe!: x00 ce een taeda sevecsvevesdisecces t 
Amount of net incOMEe......-. cere cece reeves essece Ee 
ENCOME [tAX..- cece rccaveecssveressevsssssvesees 510.914 


War profits and excess profits tax ...+sereseeeres 
$3,847,446 
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Total tax 

Corporations reporting no net income: ees 

Total MUMbELF ..--eeeeeer seer erccseessereessees 909,585,044 
Deficit reported 1... see e eee e cece ecereeceeeenseces $ , ° 


2 SS. ee 


60: ELECTRIC RAILWAY JOURNAL 


Meter Practice Followed on the 


Sacramento Northern 


Nearly 9 per Cent Energy Saving per Car-Mile Over 
1922 and Still Greater Over 1921— 
Vacations as Prizes 


By W. H. EvANSs 


Electrical Engineer Sacramento Northern Railroad, 
Sacramento, Cal. 


N NOVEMBER, 1921, the Sacramento Northern Rail- 
cs completed the installation of Economy watt-hour 
meters on nineteen of its interurban cars, and beginning 
with January, 1922, accurate records were kept each day 
of the energy consumption of the various motormen and 
the various trains. 

Each month the average unit performance of each 
train is arrived at and compared with the performance 
of the same train during the preceding months. As 
practically every train has either a different combination 
of motors and trailers or different schedule conditions to 


06 meet, it is felt 
or necessary to 
ee 1 1] compare the rec- 
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age saving made 
during each half 
year is credited 
to his power-saving record for that six months. 
For each six months interval, the motorman with the 
highest percentage saving of two-car trains or more re- 
ceives seven days vacation with pay and the second 
highest, five days vacation with pay. For single-car 
trains the highest ranking motorman receives five days 
vacation with pay. 

Meter cards are made out by the motormen and handed 
in each day at the end of their runs with the information 
filled out concerning their run. A typical meter card is 
reproduced. In addition, the terminal inspectors read 
the meters of each motor car when the train is turned 
over to the motorman and when it is received back from 
the motorman at the various terminals. This, in addi- 
tion to providing a check on the motorman’s readings, 
allows us to obtain the energy consumption of the trains 
stored and handled in the terminal yards. 

The meters are connected so as to measure the entire 
input to each motor car, including not only energy for 
traction purposes but also for air compressors, heaters 
and lights. By so doing we are able to obtain an accu- 
rate record of all energy used in interurban passenger 
service and have found this information valuable for 
statistical purposes in the segregation of certain ex- 
penses between passenger and freight service and in 


Energy Consumption Figures for 
Seventeen Months 
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working up data as to cost of operation of various trains 
and various combinations of equipment. 

The meters are equipped with inspection dials, but we 
have not yet depended upon the use of these dials to any 
great extent in handling inspection, as mileage records - 
of the various classes of equipment have to be kept for 
other purposes. They are available therefore as a means 
of determining when equipment is due for oiling, in- 
spection, etc. 

The records for some fifteen to twenty interurban 
motormen are tabulated daily and summarized at the 
end of each month in order to arrive at unit consumption 
figures for each run for each motorman. This work re- 
quires about twenty-five to thirty hours per month. The 
cost of inspection and maintenance of the mene to date 
has been very small. 

The accompanying tabulation showing direct-current 
kilowatt-hours per car-mile and direct-current watt- 
hours per ton-mile for the first five months of 1923, as 
compared to the same five months in 1922, indicates a 
saving in these five months of about 8.9 per cent. This 
percentage saving, when applied to the energy consumed 
per annum for interurban passenger service, will repre- 
sent a saving in 1923 over 1922 of approximately $4,600. 
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As the entire meter installation cost approximately 
$2,000, this yearly saving amounts to approximately 230 
per cent return on the investment. 

It will be noted from the tabulation and the graphic 
chart that the average unit consumption decreases from 
a maximum in January to a minimum during the sum- 
mer months, rising again during the fall and winter 
months of the year. This is due to the increased train 
friction during the colder weather, as well as the addi- 
tional use of energy for car heating and lighting. 


ENERGY CONSUMPTION IN INTERURBAN PASSENGER SERVICE 
OF SACRAMENTO NORTHERN 


Direct-Current Direct-Current 


Kilowatt-Hours Watt-Hours 


Per Cent Saving 


per Car-Mile per Ton-Mile per Car-Mile 
1922 192 1922 1923 1923 Over 1932 
TADUATY. oN olales steve WIESE) 2.34 60.2 55:3. 8.2 
February..... eter 2.47 ed 9) 58.5 SPARy/ 10.1 
WEN TOR renege 5a 2.38 2.13 56.4 50.4 10.5 
PANDY y showin sleciate PASH | 22 54.5 49.7 8.3 
IER Se Res lave aleiatase A) 2.03 51.6 Y ie: 
SUDO. Botaser nels ntors, 2.14 50.2 wre 
Tulywpwers fioaaes Dall 49.8 
AUIS UBG ins kin 0 cies 2.07 51.5 
September 2.08 48.9 
Ooctobera ss scree 2.20 57.6 
November.-....... 2.32 54.8 
December........ 2.36 57.0 - 


Energy metered at the train. 


pees train make-up averages 62.3 per cent of motor cars and 37.7 per cent of 
trailers. 


It will be noted that the average consumption for 1923 
is running about 8.9 per cent less than for the same 
months in 1922. There is no doubt also but that the 
average unit consumption during 1922 was less than 
during 1921, when meters were not installed. Therefore 
the total saving which our men have made has undoubt- 
edly been greater than the 8.9 per cent obtained in 1923 
over the 1922 figures. 


January 12, 1924 


ELECTRIC RAILWAY JOURNAL 61 


Two of the New Steel Cars to Be Used in the East Boston Tunnel 


Relief Effected by 


‘Train Operation in East Boston Tunnel 


By the Addition of a Terminal Station at Maverick Square in East Boston and 
New Rolling Stock—Rapid Transit Service Will Be Substituted for Surface Car 
Type of Service—Rush Hour Capacity of the Tunnei Will Be Increased 136 per Cent 


By Edward Dana 


General Manager Boston Elevated Railway 


HE East Boston Tunnel was originally con- 

structed by the Boston Transit Commission under 

Sec. 17, Chap. 500, Acts of 1897. Work was begun 
on May 5, 1900, and the tunnel was open for public 
travel on Dec. 30, 1904. The total cost of this section 
of the tunnel was $38,370,000 and the approximate 
length 1.42 miles. The tunnel runs 82.3 ft. below low 
water at the bottom of the masonry. The maximum 
grade is 5 per cent for a total length of 880 ft. 

An extension of 0.41 mile to Bowdoin Square was 
authorized by Acts of 1911, Chap. 741, and work on 
this section was commenced on Nov. 9, 1912. It was 
completed and operation started on March 18, 1916. 


This extension cost $2,287,000 and afforded relief and 
ushered in a period of greater use. The shifting of 
the trolleys on the cars at Devonshire Street Station, 
the original terminus, had reached an unbearable 
point. This extension also permitted the bodily trans- 
fer of passengers at Scollay Understation to cars 
operated in the Tremont Street Subway. 

Up to the present time tunnel service has been 
supplied by surface cars which have entered and left 
the tunnel at the East Boston end. On March 1, 1924, 
there will be completed the Maverick Square Terminal 
in East Boston, which will then separate the tunnel 
operation from the surface tracks in East Boston and 
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permit only steel trains to be operated in the tunnel. 
This terminal and its connections will cost $2,500,000, 
which makes a total of $8,157,000 for the approximate 
construction cost. In addition, $904,879 will have been 
expended for equipment in the tunnel since it was con- 
structed in 1904, making a grand total of $9,061,879. 

The steel cars which are now being equipped in the 
company’s shop are unique in many ways and were 
described in the ELECTRIC RAILWAY JOURNAL of Jan. 
13) 1923. 

The summary of statistics of these new cars as 
compared with the present center-entrance cars is as 
follows: 


East Boston Tunnel Cars Center Entrance Motor Cars 


Length over all........ 47 ft. 3in. 48 ft. 9} in. 
Height from top of rail 

to top‘ofroof....../.¢ “11 ft. 3} in, 11 ft. 74 in, 
Width outside sills..... 8 ft. 33 in. 8 ft. 5in. 
Width over alk ... . 8ft.7in 8 ft. 8% in 
Width ofsidedoors.... 3ft.9in 6 ft. 6in 
Diameter of wheels. 26in 24in 
Seated passengers. . 44 56 
Standing passengers 136 95 
Sashes......... Brass Wood and brass 
ROOE. sine Monitor arch Monitor 
Ventilators. . wale Perry: Perry 
Flooring.............. ‘‘Truss Plate” with Mastic 


Coating ood. 
Consolidated Car Heating Consolidated Car Heating 
Company (elec.) Company (pneu.) 


Door engines......... 


Electric pneumatic 


rake wenwtrccnid sacs West. var. load (automatic) West.8.M.E. 
Motorsy incteciat aeineit 4 West-514-E 4GE-247 
Controller............ GE P.C.-5 GE P.C.-5 
Car strapsii.ecc.s.... Rico Leather 
Manufacturers of car 

IDG CIeS Pinetree Pullman Company Brill 
Weight 44,400 lb. 45,000 lb, 


It is expected that by March 1, 1924, steel trains 
will be in operation in the East Boston Tunnel between 
Maverick Square on the East Boston end and Bowdoin 
Square on the Boston end. The relief to passenger 
traffic effected by this change in method of operation 
can hardly be appreciated when one considers that 
except for the terminal station at Maverick Square the 
tunnel is, to all intents and purposes, the same tunnel. 

“The average daily weekday passenger load has con- 
stantly increased as shown in the following table: 


Profile’ “Pump chamber 


on Center Line 


TDO5 i eGr. siden aroha e 33,118 L915 cee ae genes eee 51,712 
POOG exec wa eetentate ie aah ohegoe ls 37,434 TONG. ote os ciercra eye penetra 63,506 
NOM icshncetelsv aerate i teleroreiainre sts 40,864 RUPE SOroo sone rs occ 72,970 
LOOSE irae aapeeaneterd ear aen 41,086 RAR MeO adcler Gi conc c 69,124 
OEE SBS ons SUBd wes ouch 42,072 VOTO. vo eelaro\s) cisiase ee ee 78,585 
LON OSS aerveenet nite ssketal ae 44,719 UP YAUR RIS OOD Cuneo sce 75,669 
LEN eeaphds clacracupeeaaet 0 46,353 1921. ...ce sc oesin sib Renee 73,765 
1912, eget Swede eee tee 50,445 FOZ 2 ES acs oes elle i eee 77,053 
EAR eS basic: dient 54,526 1923). ciocises cafe 78,970 
Le Moda Bb asd aa adllerya s 54,678 


The capacity of the tunnel at the present time has 
been reached for surface car operation. It is only 
possible to operate 121 surface cars through the tun- 
nel during the rush hours, though many of these cars 
were connected up as three-car trains. The ultimate 
capacity (with six-car trains) under the arrangement 
made for operating steel trains will provide for 240 
cars per maximum hour. As the maximum carrying 
capacity of the surface car is 151 and the new steel car 
180, this increases the capacity of the tunnel 136 per 
cent in the rush hours. In the light of past growth in 
traffic, it is reasonable to suppose that this tunnel will 
be able to take care of the traffic for at least ten years 
to come. 


Bell in Power House Announces 


Approach of Cars 


N THE power house of the Harrisburg Railways has 

been installed a signal bell which rings whenever a 
street car inbound to the city reaches a point half a mile 
beyond the power house. The purpose of this is to 
enable the power house men desiring to go home to wait 
under cover until the car is close by.. They then have 
just comfortable time to reach the nearest trolley sta- 
tion. Formerly the men used to go out and wait on the 
street corner, but after many hours work in the heat of 
the boiler room the waiting in the cold wind out doors 
was very injurious to the health of the employees. Last 
summer during track construction work signal wires 
were strung on the company poles along the street. 
Upon the completion of the track job the line foreman 
allowed some of these wires to remain and the signal 
bell was connected with a contactor by this means. 
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Building Good Employee Relations 
in Kansas City’ 


The Principles and Organization Plan of the Employee Brotherhood 
and Representation Plan Which Have Coniributed to the Present 


Favorable Situation in Kansas Ci 


ty—Separate Committee Handles 


All Wage Matters—Membership in Brotherhood Is Entirely Voluntary 


ORE and more is being heard of the fine relations 
existing between the management and em- 

ployees of the Kansas City Railways. In view of 
the success that has been attained, it is interesting to 
‘present the company’s view of the plan and its 
working. The company believes that its provisions for 
employee participation in the control of all matters relat- 
ing to his welfare are novel, sound and successful and 
largely without parallel in the electric railway industry. 
Experience with the plan of co-operation in effect has 
demonstrated, it is felt, that these arrangements con- 


tion in the control of wages and working conditions is 
entirely separate and distinct from all other organiza- 
tions on the property. The brotherhood, to which 97 per 
‘cent of the men belong and which handles all benefits, is 
distinct from the committees for adjusting wages and 
working conditions. The company feels that it has no 
more right to enforce a closed shop for its own brother- 
hood than it would have for a union. The plan for col- 
lective bargaining also permits the employees to act 
independently. There is no company dictation. The 
men have the right to act and deliberate as men and, to 
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Electrical Distribution. 
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Chart Showing Kansas City Railways Employee Activities 


tribute in a vital way to every phase of the transporta- 
tion service rendered. In fact, the cordial co-operation 
between the management and employees has been con- 
sidered the very mainspring of the achievements and 
progress noted in respect to other phases of the rail- 
way operation. 

In building up the various organizations and activi- 
ties which have a bearing on employee relationship, the . 
following ideas have been kept in mind as the cardinal 
principles, some of them differing fundamentally from 
the old accepted ideas: 

1. There is no welfare work in the ordinary sense of 
the term on the Kansas City Railways. Men have the 
right to accept benefits of one kind and another, if they 
so desire, and not otherwise. The men pay for a large 
proportion of such benefits, and while the company 
assists financially, this assistance is never mentioned. 

2. Membership in company organizations is purely 
voluntary. 

8. The machinery for providing employee participa- 


*This article is based on material included in the brief submitted 
to the Charles A. Coffin Prize Committee of the American Electric’ 
Railway Association by the company named. 


carry out this thought, meetings are regularly held in 
every carhouse and in every department. 

4, It is maintained that there should be no secrets. 
Every man on the property should know what is going 
on, what the company is doing, what the financial reports 
show. These things are explained so that they may be 
understood. Any man, trainman or otherwise, works 
better when he works intelligently and when he knows 
the results of his work are an integral part of the 
organization. At the regular meetings these matters 
are all explained by company officials. 

The above four statements represent the platform 
upon which the company’s employee relations have been 
constructed. The two outstanding features are the 
representation plan and the brotherhood. 


THE EMPLOYEES’ REPRESENTATION PLAN 


The representation plan of the Kansas City Railways 
employees provides for co-operation in the operation of 
the railway system. Its objects are as follows: 

1. To insure to every employee exact justice in all 
matters of discipline or discharge. 
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2. To settle or adjust properly all questions affecting 
wages and working conditions. 

8. To provide for compulsory arbitration in a court 
of last resort. 

4. To insure co-operation between employees and 
management in all matters affecting the operation of 
the company and the welfare of its employees. 

5. To insure continuous, uninterrupted transportation 
service to the public. 

The make-up of this organization is shown in an 
accompanying organization chart. There is provided an 
annual election in which every employee has one vote in 
selecting the committees representing the divisions, de- 
partments and separate units of the property. Elected 
representatives from these committees form department 
committees and finally a central committee, as shown in 
the chart. These committees also have management 


was organized two years ago, and it is now being exten- 
sively copied by many other industries. 


THE EMPLOYEES’ BROTHERHOOD 


The Employees’ Brotherhood of the Kansas City Rail- 
ways is a voluntary organization governed entirely by 
the employees and formed for the purposes outlined in 
the constitution as follows: 

“This organization is formed for the purpose of per- 
fecting ourselves in the performance of our duties, to 
secure safe, continuous and reliable transportation serv- 
ice for the people of the Kansas Cities and vicinities, in 
so far as it is in our power to accomplish, and to pro- 
mote frankness and a friendly spirit between ourselves 
and the officials of the company, having at all times 
due regard for the rights of the public. This association 
is founded upon our belief that we, as employees of the 
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The Kansas City Railways Representation Plan 


“Section Il. The objects of this system of employee representation are: 
1. To insure to every employee exact justice in all matters of discipline or discharge. 


2. To settle and adjust promptly all questions affecting wages and working conditions. 

3. To provide for compulsory arbitration as a court of last resort. 

4. To insure co-operation between employees and management in all matters 
affecting the operation of the company and the welfare of its employees. 

5. To insure continuous uninterrupted transportation service to the public.” 
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Chart Showing the Organization of the Kansas City Railways Representation Plan 


representation in the persons of various officials, but the 
employee members ordinarily outnumber the official 
members. 

The employees of each committee have separate chair- 
men, and at their request they can meet and act inde- 
pendently of the representatives of the management. 
These committees have the right to discuss and take up 
any question in connection with the operation of the 
system. Arbitration is provided for in the event that 
any matter comes up which cannot be finally disposed of 
in the central committee. 

This representation plan has been in continuous oper- 
ation since April 1, 1919, at which time it was adopted 
by vote of all employees. It has since been twice slightly 
revised. During the past two years the plan has worked 
so successfully that the department committees have 
handled all matters except two, which were appealed to 
the central committee, and settled there. The plan is 
very similar to that upon which the packing industry 


Kansas City Railways, are able to manage and take care 
of our own affairs and to look after our own interests 
without interference, advice or dictation by any individ- 
ual or foreign organization; also that any organization. 


. of this nature should not have for its sole purpose only’ 


the welfare of its members, but that the spirit of loyalty 
to and co-operation with the company should be encour- 
aged, and in the last analysis the welfare of the public 
should be paramount; that our employment is of a quasi 
public nature, which is too necessary for the public wel- 
fare to be interrupted by strikes of any nature what- 
soever.” 

The brotherhood is the medium for contributing all 
benefits and for handling all social activities. All -em- 
ployees are eligible upon signing the constitution and 
agreeing to pay $1.75 per month. The direct benefits 
offered by the brotherhood are as follows: 

1. A $1,000 life insurance policy. No physical exam- 
ination is required, and all employees belonging to the 


‘fai 


January 12, 1924 


brotherhood are also privileged to take out $2,000 addi- 
tional insurance if they so desire. 

2. A non-cancellable accident and health policy, which 
pays $15 a week for fifty-two weeks. 

8. Free medical attendance, the brotherhood main- 
taining a corps of physicians, one located near each sta- 
tion, whose services are free to all brotherhood members. 

4, Free nursing service through an arrangement with 
the visiting nurses’ association. 

_ 5. Special entertainment, such as dances, picnics and 
other parties. The funds for this purpose are prorated 
_ among the various divisions and departments. 

6. An eight-team baseball league, which plays upon a 
park owned and controlled by the brotherhood. 

7. A fully equipped and well trained band. 

8. The brotherhood furnishes counsel and handles the 
ease of any employee who has been disciplined and who 
desires to present his case before one of the representa- 
tion committees. 

9. Free legal aid. An attorney is maintained by the 
brotherhood and his services are at the disposal of any 
member for any purpose. 2 
10. A co-operative grocery store where food products 
may be bought at cost. : 

11. Completely equipped restaurants in the .shops, 
- power plant and divisions, where well cooked meals are 
served at cost price. 

The brotherhood is managed by a board of sixteen 
trustees, all selected by the employees from the various 
divisions and departments. 

Another part of the employee work on the Kansas 
City Railways is that of the Kansas City Railways 
Building, Savings and Loan Association. This organi- 
zation is managed by the employees. It was organized 
in 1917 and today has assets of over $300,000. The em- 
ployees are contributing savings at the rate of $10,000 
monthly. Interest, compounded semi-annually, is paid 
at the rate of 6 per cent, and this money is loaned only 
to employees on real estate for house-building purposes. 
- Another important instrumentality in fostering good 
relations between management and employees is the pub- 
lication monthly of an official magazine, the “Railway- 
an,” under the supervision of the brotherhood trustees. 


_ SOMETHING OF THE RESULTS OBTAINED 


It would be difficult to find a finer spirit of co-operation 
than that existing in Kansas City. The employees’ 
organization has been subjected to numerous tests and 
has never failed to respond. Ag with public good will, it 
is extremely difficult to show tangible results from work 
of this kind, but the management believes that many 
_ phases of the showing made on this property in the last 
few years are directly traceable to the spirit existing 
among the employees. As examples of the ways in 
which this relationship has given tangible results, the 
following are cited: 
_ Straight platform time only is paid, with the excep- 
tion of five minutes for taking out and putting away 
cars and thirty minutes for an accident report. There 
are no so-called straight runs on the system, all daylight 
_ runs have noon release of from one hour and forty-five 
minutes to two hours and thirty minutes. The average 
run is 10.4 hours and no overtime is paid. 

A monthly guarantee of $110 for all show-ups and for 
accepting all work offered costs the railway company, 
with its 1,800 trainmen, an average of less than $125 
a month, this being the amount paid on guarantee over 
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actual time worked. | 
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In reducing forces, efficiency only is taken into consid- 
eration, and at every shake-up the least desirable men 
are laid off without controversy. 

The brotherhood trustees and the various committee 
men, numbering 250, form a standing committee for the 
purpose not only of adjusting grievances but for secur- 
ing better, more courteous and more economical service. 
Ninety per cent of the work of these committees is along 
such lines. 

On every occasion the employees have manifested a 
most cordial and helpful feeling toward the company. 
For example, at numerous jitney hearings before the 
City Council the employees have presented petitions and 
their committees have appeared before these hearings 
to protest against the operation of jitneys. 

When the property went into the hands of receivers 
the employees presented petitions to the courts and em- 
ployed an attorney to represent them in the receivership 
proceedings, and their only request was that the rela- 
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Effects of Improved Employee Relations on Labor Turnover 


_At left, voluntary resignations and discharges of trainmen. At 
Fient, per cent of inspections showing irregularities in fare col- 
ection. 


tions that existed be not disturbed and that nothing be 
done by the court.or receivers that would permit the 
Amalgamated to secure a foothold. Several resolutions 


-have been passed by the employees on special occasions 


during the past two years expressing similarly their 
satisfaction with the present conditions and emphati- 
cally discouraging any idea of unionization. 

The Kansas City Railways exercises the same care in 


‘securing the proper class of employees, mentally and 


physically, that it does in purehasing machinery or 
equipment. Employment rules are very rigid. In so 
far as possible only men under thirty-six years of age 
are accepted for employment in any department. A 
strict insurance examination is given and applicants in 
all departments must meet this physical requirement. 
Bad teeth and other physical defects must be attended to 
before the company physicians will certify the applicant. 

No man is employed who has worked for any other 
system. This is done for several reasons, one being to 
protect the property against men with positive views on 
labor matters irreconcilable with the brotherhood and 
representation plans.. Another reason is that the com- 
pany considers it better to instruct and educate its men 
in its own methods rather than to employ men who have 
had previous experience in other methods. 

Photographs are taken and a record kept of the serv- 
ice performed by every employee in every department 
of the company. These photographs are sent with ref- 
erence letters and all references checked up in Dun’s and 
Bradstreet’s. Fifty per cent of the employees are ex- 
gervice men. Old and disabled employees, whose length 
of employment justifies such action, are retired on a 
pension. The average monthly pension is $50. 

In September, 1922, the company instituted schools of 
instruction for employees. The employees meet weekly 
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and lectures are given by officials on all details of oper- 
ation, mechanical and electrical matters, etc. A fore- 
man’s association, made up of all foremen, assistant 
superintendents and division superintendents, meets 
monthly. Lectures and instruction are provided by 
qualified men in the industry. Through arrangement 
with the International Correspondence Schools, 200 em- 
ployees are taking courses. These men are assisted 
weekly by the technical men on the property. 


‘Better Service” Slips for Comments 
of Passengers” 


N THE lines of the El Paso Electric Railway 
all inspectors and trainmen are supplied with pads 
of “Better Service” slips, on which may be written 
any comments which come to their attention regarding 
the service. These comments are sometimes compli- 
mentary, and sometimes unfavorable, but in any event 


an event occurred last winter on Feb. 12, 1923. 


Snow-Fighting Equipment in Spokane* 

LTHOUGH severe snows are not very common in 
Spokane, Wash., and a comparatively small snow- 
fighting equipment is required, occasionally there takes 
place what for Spokane is a very heavy fall. Such ~ 
All 
of the snow-fighting equipment, including three rotary 
sweepers and two large shear plows, was put promptly 
into service. Even this equipment seemed at first in- 
adequate to care for the storm, which was the most 
severe in the history of the company, especially as it 
was accompanied by high winds, which caused heavy 
drifts. Obviously some special efforts were required to 


keep the lines open, especially to clear the snow from 
the special work in the downtown district, and the 
ingenuity of the management was called into play. 
Recourse was finally had for this kind of service to 
tractors with road graders and harrows, a 5-ton tractor 


Ten-Ton Tractor Hauling Heavy Duty Disk Harrow and Road Grader to Clear Track of Ice and Snow in Spokane 


the slip is made out and is turned in to the proper 
department, where it receives immediate attention. 
Many suggestions from passengers are thus conveyed 
to the management and whenever possible are adopted, 
not only benefiting the service itself but almost in- 
variably arousing the appreciation of the person making 
the suggestion. 


Warning Sign on Trolley Rope 
Protects Worker 


HE Conestoga Traction Company, Lancaster, Pa., 

has reduced the danger of accidents to men working 
on the electrical car equipment in the railway shops by 
using a danger sign which is hung on the trolley rope. 
During repairs to controllers, circuit breakers, etc., the 
trolley pole is pulled down from the overhead wire. A 
small sign lettered in white on a red background reads: 
“Danger, Don’t Put Up Trolley.” This sign is fastened 
to a spring clasp which grips the trolley rope. As soon 
as the trolley pole is pulled down from the wire the 
warning sign is hung on the rope and it remains there 
as long as the electrician is working on the car. 


pulling a road grader. Sixty men from the line, track 
and bonding crews followed, assisted by 140 extra snow 
shovelers. 

In the following twenty hours the company waded a 
10-ton tractor pulling a rotary disk harrow, followed 
by a grader, to cut out the packed snow and ice be- 
tween the rails. This method, first used in an emer- 
gency to keep the motors from dragging and lifting 
the wheels from the rails, was found unusually 
successful. As far as the company knows, it is the 
first to use a rotary disk harrow in fighting snow and 
ice on the track, The disk was found to,be the only 
implement that would cut hard ice down to the nave: 
ment without doing damage to the pavement. 

The harrow used was a “heavy duty implement,” 
made more heavy by being loaded with sand bags, 
and on account of the angle in which the disks are set, 
the ice is easily chipped out. This eliminates expensive 
labor cost in cutting and flanging with picks. The 
illustration shows the equipment at work. 


*This article is based on material included in the brief submitted 
to the Charles A. Coffin Prize Committee of the American Electric 
Railway Association by the company named. 


| 


January 12, 1924 


ELECTRIC RAILWAY JOURNAL 67 


Arbitrators Specify Detroit Payments 


The Report of the Board Discusses the Sums Payable as “Cost” and 
“Compensation” by the Detroit United Railway to Secure the 
Entrance of Its Interurban Cars Into the City of Detroit 


\ ' JHEN the city of Detroit took over the city 
tracks and equipment of the Detroit United 
Railway in Detroit the contract between the 

city and the company provided that the latter should 

be allowed to use the city tracks for its interurban 
and suburban service substantially as was the case 
at the time the contract was signed. It was provided 
that these cars were to be operated by the crews of the 
company, that the company should pay all claims for 
damages caused by this operation while on the city 
tracks and that the cars should not carry local pas- 
sengers. For the use of the track and power required 
by the cars while on these tracks the company was to 
pay the city “such compensation as may be fixed by 
agreement . or by arbitration.” The contract 
also. provided a somewhat different basis for certain 
other track belonging to the Detroit United Railway 
originally part of the interurban lines outside the 
city limits, but brought into the city through the 
annexation of the territory. Although the franchise 
on these lines had not expired and the company did not 
want to sell them, the city finally took them over 
because it thought it should own all the street railway 
tracks within the city limits. On these tracks, the con- 
tract specified, the company was to pay nothing for the 
use of the tracks and to pay only the ‘‘cost” for power. 
As it was impossible to reach an agreement the subject 
of the amounts which the Detroit United Railway 
should pay the Department of Street Railways for this 
use of ¢ity tracks was referred to a board of arbitra- 
tion, consisting of William E. Davis, Cleveland, Ohio, 
chairman; Harold M. Gould, electrical engineer of the 

department, for the department, and Prof. Henry E. 

Riggs, University of Michigan, for the company. The 

news columns of this paper have given an outline of 

the decision of the board, recently rendered, but a more 
extended abstract follows: 


MEANING oF “COMPENSATION” AND “CosT” 


In the arbitration the-first question the board had to 
answer was what is meant by the terms “compensation” 
and “cost,” as used in the contract, and to what extent 
if any either includes a return on the investment and 
deferred maintenance and rehabilitation charges. After 
extended discussion and quotation of cases, particularly 
Knoxville vs. Knoxville Water Company, 212 U. 8. 13; 
Boston & Worcester Railroad Corporation vs. Western 
Railroad Corporation, 14 Gray’s Reports, Mass. 255; 
Metropolitan Railroad Company vs. Quincy Railroad 
Company, 94 Mass. 271, and Metropolitan Railroad 
Company vs. Highland Railroad Company, 118 Mass. 
291, the board decided briefly as follows: 

“That ‘compensation,’ as used on the contract of 
March 10, 1922, means something more than ‘cost.’ 

“Cost is clearly limited to 4 repayment of a proper 
proportion of all actual outlay for the proper main- 
tenance and repairs of jointly used property, a proper 
proportion of all operating costs incurred by reason of 
joint occupancy, and of taxes, and of the cost of replace- 


ments of parts of the property as they wear out in 
service under the present owner; and over and above 
these, the board holds that some reasonable payment 
shall be made for the use of capital invested in the 
jointly used property (including working capital), 
which the board determines shall be the average rate of 
interest paid by the city. 

“Compensation includes all of the elements included 
in cost, plus an increased rate of interest above that 
actually paid. This added increment the board has 
fixed at 14 per cent after full consideration of cost 
of money to corporations and municipalities.” 

It was also determined that the value of the property 
should be considered as that at which it was taken 
over by the city, plus the cost of additions, better- 
ments and rehabilitation, or, in the case of plant and 
equipment owned by the city and not acquired from the 
company, the cost of rehabilitation was not included. 


CAR-MILE oR TON-MILE BAsIs 


Witnesses for the city contended that the heavier 
equipment of the Detroit United Railway caused ex- 
cessive maintenance of roadway structures and over- 
head lines, whereas the company argued that the dam- 
age to the tracks was not in proportion to the weight 
of the cars, as the interurban cars ran at a more uni- 
form and lower maximum speed, did more coasting and 
made fewer stops and starts. The company also con- 
tended that the “ton-mile basis” meant greater compli- 
cation of accounting, especially as with passenger cars 
it would require an assumption of the average length 
of passenger ride and average weight per person. 

The board decided in favor of the ton-mile in ex- 
penses relating to way and structures, equipment, 
conducting transportation and power, but to simplify 
calculations on this basis decided that from May 15, 
1922, to June 80, 1928, an average freight load of 9 
tons be taken for all the company’s freight cars and 
an average load of 3 tons for all the city’s freight 
carrying service cars. For all determinations after 
June 30, 1923, the average weight of freight carried 
by the two classes of equipment is to be determined 
monthly and applied, while for the passenger cars and 
non-freight carrying service cars the equipment weight 
only will be taken. 


ALLOCATION OF OPERATING EXPENSES BETWEEN JOINT 
USE AND SOLE CITY USE 


The allocation of department expenses, outlined by 
the accounting officers of both sides, follows: 


(a) Way and Structures.—Superintendence of way and 
structures (account 1) is prorated over and added to 
accounts 2 to 27 inclusive. 

Equalization is to be cleared at the end of every fiscal 

eriod. 
. Track and track structures, accounts 2 to 27, except ac- 
count 24, are considered as joint use. Account 24 is con- 
sidered as joint use in the proportion that the cost of jointly 
used buildings for other than power purposes bears to the 
total cost of buildings not including those used with power. 

(b) Maintenance of Equipment. — Superintendence of 
equipment is prorated over the other accounts. 
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All cars and rolling stock are considered as exclusive city 
service, except the service equipment and locomotives, which 
are considered joint. A y 

Air compressors in air charging stations are considered 
as joint or exclusive city service on the basis of actual use. 

All other shop equipment, shop expenses and miscellane- 
ous equipment expense, and accounts 40 to 48, if used, shall 
be considered joint as they relate to service cars. Allocation 
is made in the ratio of jointly used city service car ton- 
miles to the total city ton-miles. 

Vehicles and horses are considered as being entirely for 


joint use. ; 
-(c) Power.—All power accounts shall be considered as 


joint use. : 

(d) Conducting Transportation. — Superintendence of 
transportation is prorated over the other accounts. 

Accounts 64, 65, 68, 69, 76 and 77 are applicable entirely 
to the Department of Street Railways. 

Accounts 66, 74, 75 and 78 are entirely for joint use. 

All other accounts are considered joint to the extent that 
they refer to air compressors and air charging stations or 
service equipment. : 

(e) Traffic.— All traffic, accounts shall be considered 
entirely applicable to the Department of Street Railways. 

(f) General and Miscellaneous. These accounts are 
allocated as between exclusive city use and joint use on 
various bases consistent with the method of allocation used 
in all previous accounts. 


CONTRACT DIVISION INTO SCHEDULES “A” AND “D” 


The contract establishes an arbitrary division of 
track purchased into schedules “A” and “D.” On 
schedule “A” tracks the company is to pay “compensa- 
tion” for the use of track and power. On schedule 
“PD” tracks the company is to pay the “cost” of power, 
but is not to pay rental in any form for the use of 
such track, nor any part of the cost of maintenance 
or replacement of the track or facilities, except those 
required for power distribution. 

In commenting on this provision of the contract the 
board says that the actual keeping of operating 
expenses separately between these divisions is im- 
practicable, and allocation cannot be made with math- 
ematical accuracy. ‘Schedule “D” property consists of 
18.2944 miles of track. The buildings now associated 
with this track are so insignificant they may be dis- 
regarded. The capital value of the property listed in 
schedule “D’” can best be secured by determining the 
average cost of all the track system purchased by the 
city from the company and allocating costs between 
schedule ‘““D” track and schedule “D” on the basis of 
single-track mileage. The division of operating ex- 
penses on the same basis recommended is the division 
of the entire amount of operating expenses (except 
power) allocated to joint use, by the total ton-miles or 
car-miles (applicable under the rules established in the 
decision) by all cars.of both interests on this division. 


GRANTS FOR SPECIAL DAMAGE 


The city made claims for damages to rails, special 
trackwork and trolley wire because of the use by the 
D.U.R. of worn or wide tread car wheels and an over- 
head sliding current collector. The board eliminated 
all claims for damages due to alleged wheel wear, but 
at the request of both sides established, with their 
co-operation, a standard wheel wear gage for all for- 
eign cars that may operate on city tracks. 

In regard to the sliding shoe which is used exten- 
sively on the D.U.R., the board found that the company 
lubricates the trolley wires on all of its interurban lines 
where this collecting device is in use, but the city lines 
are not so lubricated, nor were they when owned and 


operated by the company. The board therefore decided,. 
pending a further agreement between the two parties 


as to the proper form of contact, that the company 
should lubricate at its own expense the trolley wire on 
all lines of the city over which it operates cars equipped 
with the present type of shoe. This lubrication should 
be applied at least three times a week. 


ALLOCATION OF CAPITAL CHARGES 


The division of operating expenses having been 
worked out, the report takes up the question of capital 
charges, i.e., “fair return” on the investment. The 
board found the total investment in physical plant, as 
of May 15, 1922, to be $33,659,913, made up as follows: 
Cost to the city of lines built and equipment newly 
purchased by the city, $11,502,659; cost to the city of 
the so-called “day to day’ purchases, acquired for a 
lump sum, plus legal expenses, $2,307,254; amount paid 
to company under purchase contract of May 15, 1922, 
$19,850,000. The single track mileage is taken as 
372.5931 on May 15, 1922, and 373.8510 on June 30, 1923. 

It was also decided that a car-mile, and not a ton-mile, 
basis should be used for the division of fixed charges, 
because in this case there is‘lacking the element of in- 
creased cost due to the weight of cars, or if there is 
any greater investment, this investment is reflected 
by larger fixed charges. pe 

The report then lists the capital accounts, according 
to whether they represent investment for joint use or 
sole use by the city, and it is found that of the total 
investment of $33,043,673 in the property in schedule 
“A,” that portion to some extent in joint use represents 
an investment of $20,520,199, and the property used 
exclusively in city service represents an investment of 
$12,523,474. vn 

In regard to working capital, the board considered. it 
should be included as part of the investment and to keep 
the computation simple made an allowance of 4 per cent 
on the fixed plant investment as working capital to in- 
clude working cash capital and stores and supplies. The 
resulting amount was divided between the parties to 
the contract in the same proportion as the fixed plant 
was divided, namely, investment allocated to power to 
be on the ton-mile basis, and all other investment on 
the car-mile basis. (3 

In the case of superseded, but still existing property, 
the board holds that retirement from actual joint serv-- 
ice should result in the property being taken out of 
capital allocated to joint service. Only where the neces- 
sity for reserve service and the actual use of the partic- 
ular unit in such service can be clearly shown should an 
exception be made to the rule just stated, and a reason- 
able time limit should be fixed, in which there should be 
actual use. - 


RATE OF RETURN 


As the board had decided that the word “compensa- 
tion” meant something more than cost, it had to deter- 
mine a reasonable rate of return on the investment of 
the city. As the basis for the rate, the béard decided 
that the weighted average rate of interest on all out- 
standing Department of Street Railways’ obligations 
should be accepted, and that to this should be added, to 
cover the elements of excess cost. of financing, cost 
of retiring securities, maintenance of credit, periods of 
financial depression, panic or other hazards, an addi- 
tional 13 per cent, and. that this rate should be applied 
to the investment (including working capital). in the 
jointly used property. Mi cue 

The board found that for the period May 15, 1922, to); 
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June 30, 1923, the base rate, as so determined, was 
5.5434 per cent, and so set this figure, plus 1.5 per cent, 
or a total of 7.0484 per cent, as the return for that 
period. It also found that for the month of July, 1923, 
the cost rate was 5.477 per cent and the compensation 
rate 6.977 per cent and recommended that the future 
rate be determined in the same manner, so long as 


_ the Department of Street Railways continues to have 


_ the propulsion and heating of cars: 


a funded debt. If all this debt should be paid off, the 
weighted average to be taken is that of all the city of 
Detroit indebtedness, for “cost,” and that 14 per cent 
is to be added to this figure for “compensation.” The 
board also directed that payments to sinking funds 
made by the Department of Street Railways to retire 
its capital obligations should not be taken into account 
in fixing “fair return” or “compensation.” 


; TAXES AND DEPRECIATION 


Although municipally owned, the street railways of 
Detroit are subject to taxes, and the city charter of 
Detroit provides: “The rate of fare on such street 
railway system shall be sufficient to pay taxes 
on the physical property of the entire street car system, 
the same as though privately owned.” The board 
decided that the actual amount of taxes (real and 
personal) paid on the jointly used property should be 
apportioned upon the ratios already outlined. 

In regard to depreciation, the board considered that 
a property in proper operating condition is worth the 
entire investment in it and that any decretion or “loss 
in service life” represented by the difference between 
the 100 per cent operating condition and the 80 to 85 
per cent physical condition may properly be ignored 
either in valuation or accounting for replacement. Con- 
tinuing, the board declares that until such time as the 
city actually establishes a reserve for replacement there 
shall be no charge for “replacement” or “depreciation” 
included in the compensation to be paid by the company. 
When such reserves are established, a separation shall 
be made as between the joint property and property 
devoted exclusively to city service. 

As giving an idea of the extent of the use of the 
city property by the interurban cars, the following 
table used by the board in the rental computation from 
May 15, 1922, to June 30, 1923, is given: 
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Kilowatt-Hours 
per Car-Mile 


Heaters on city safety cars (Birney type)........ 0.52 
Heaters on city (Peter Witt) carse......+cccsecee LLY 
Seo aol Ae 0.648 


Based on the agreement and adopted units, the 
energy consumption of the system for the thirteen-and- 
one-half-month period mentioned is computed as 
follows: 


Kilowatt-Hours 


mhotal energy used ‘in heating 47). «sreiseeid eee 4,296,961 
Company passenger and service cars............. 10,456,753 
Company Pretsht: cars! ioe a careers otcieeeee 879,132 

City passenger and non-freight carrying service 
MOAT IS ys (Ua uigbrosbh a2» (orale Thies daha aie Buca Re ene cee OIA ie ce keel aan 114,713,163 
City freight carrying service cars...........0.... 136,792 
130,482,801 


Total car’propulsion and heating ..\...........- 


Energy used for other than city car Operation, as 
for shops, amounted to 12,029,746 -kw.-hr. 
The board estimated the total losses in distribution 
and unaccounted for at approximately 25 per cent. 

For the thirteen and one-half months under consid- 
eration the total cost to the city for power generated 
and purchased was $2,258,558.65, or $0.012022 per 
kilowatt-hour, and as the word “cost,” as defined, in- 
cludes the elements of interest on the investment, the 
board fixed the figure for payment at $0.015410 per 
kilowatt-hour for “cost” and $0.015860 per kilowatt- 
hour for ‘‘compensation.” 


SUMMARY OF AWARD 


Based on the considerations mentioned, the board 
made the final award: 


TO THE CLES, 
Compensation for use of Division A. tracks (including 
all general and miscellaneous and taxes) .......... $257,916.04 
Power on Division A (excluding general and miscel- 
laneous and taxes) : 


205,809.30 


Total compensation on Division A (without interest 
on deferred payment) 
Cost-of power on Schedule D tracks................. 
Interchange power, sold by the city to the company... 


Total due the city on award (without interest)...... $535,678.07 
Interest on deferred payments 14,284.75 


Total amount due the city on award, including inter- Pe 
éston deferred PAYMOMES i a.cks sessile sarah eae $549,962.82 


TO THE COMPANY 


Interchange power, sold by the company to the city.... $55,158.60 

mterest on deferred, PaVIMNienes wens <tecies)s ols elses s 6 1,470.89 
Total amount due the company on award, including * 

interest on deferred payments ......-......+000- $56,629.49 


Car-Miles Ton-Miles 
MOLY ee eh oie ss seu. - - .050,610,892.00 954,987,807 
co od clot Roui) Soe a 3,148,324.98 97,881,915 


Company 


Part of the power used on the street railways in 
Detroit is generated and part is purchased from three 
sources, namely, Detroit Edison Company, Michigan 
Central Railroad and Detroit United Railway. Alto- 
gether, for the thirteen-and-one-half-month period men- 
tioned, the total energy generated and purchased by 
the city was 192,451,573 kw.-hr. For the purpose of 
determining the payment for power for the period men- 
tioned, and for the future until the two parties should 
have agreed to some other base, the board laid down the 
following units, to be assumed as the energy used for 


Watt-Hours 
per Ton-Mile 
120.4 
120.4 


61.6 


Company and city passenger cCars.........+.+++: aol 

Company service cars and city’s non-freight carrying 
OYE OS OS RR SR ita oe Bane. tenet eee Y 

Company freight cars and city freight carrying serv- 
ice cars 


Ce a 


_For heating, for the period mentioned, between Oct. 
21, 1922, and March 31, 1923, the figures taken were: 
} 


The report occupies eighty-nine pages of a printed 
report. Included also in the report are an abstract of 
the findings, a list of the exhibits and a report of the 
energy consumption of cars and heaters. An abstract 
of this report on energy consumption will be published 
in a later issue of this paper. 


EFFECT OF DECISION 


On Dec. 19, following the report of this decision, the 
Detroit Times said that the sum mentioned above as 
that which the Detroit United Railway owes the city for 
power and use of tracks during the last thirteen and 
one-half months was considerably less than had been 
estimated by the city. According to the Times, the re- 
port for November for the municipal railway, printed 
before the board findings were announced, contained an 
estimated income of $78,786 for rent of tracks and 
facilities during the month. The decision would cut 
the department’s November net earnings from $60,000 
to approximately $21,000 and the net profits for the 
fiscal year ended June 30, 19238, from $938,000 to some- 
thing less than $400,000. 
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Railway Facts by Radio 


Edward Dana Broadcasts an Explanation of Boston 
Elevated Conditions—Also Some Statistics 
on Boston Transit Requirements 


HE radio authorities of Boston recently arranged 

with Edward Dana, general manager Boston Ele- 
vated Railway, to give four talks over the radio on rail- 
way conditions in Boston. Two of these have already 
been given, and were sent out from stations WNAC and 
WGI. Both related primarily to conditions on the 
Boston Elevated. Portions of these talks are reproduced 
below in the belief they may be of help to other railway 
managers who may be asked to give similar talks: 


Evening finds the majority of those who constitute the 
large army of car riders enjoying home comforts. Even 
those whose patience is sorely tried during the evening 
rush hour, I feel sure, will gladly spare a few moments 
to reflect upon the problem of transportation which so 
vitally concerns everybody. Radio broadcasting, one : of 
the marvels of our age, offers me the opportunity denied 
to the managers of yesterday. 

The organization (which I represent) of 10,000 of your 
fellow citizens who render this necessary transportation 
service you require appreciate the opportunity offered by 
radio broadcasting. Under our present service-at-cost 
arrangement these 10,000 individuals become public serv- 
ants and not profit-seekers, and they are concerned only 
in rendering the best service which the revenue received 
will allow. I can assure you that these men and women 
as a body appreciate this fact and are sincere in their 
desire to render satisfactory service. 

They likewise go home after the rush hour just as you 
do. Their children go to school with your children. They 
attend church with you and the strain of the rush hour 
is just as much theirs as yours. The problem is a mutual 
one, and like all such problems is best solved when all con- 
cerned attempt to realize the difficulties and co-operate to 
overcome them. 

Those of you who own automobiles and have taken a 
trip without allowing any too much leeway can remember 
your emotion when you faced a 10-mile detour. It was an 
annoyance. It may have irritated you, especially if the 
country road over which you detoured was poor and you 
may have been late for dinner, but you adjusted yourself 
to the difficulty, and, because you were your own master, 
it may be that you made up some of the lost time. But 
when a trolley car under similar circumstances comes to 
a drawbridge that is open, a railroad crossing blocked by 
a train, a fire, broken-down trucks or other obstructions, 
or a traffic jam, there is no detour. The car which for ten 
minutes is held up by an open drawbridge at half-past 
four would have passed through Park Street Subway 
station at five o’clock. The ten minutes it lost earlier can- 
not be made up, and the rush hour conditions are made 
worse. The passenger who is delayed and crowded cannot 
understand the reason because it happened a half hour 
before and miles away. 

Your railway—the Elevated—carries 380,000,000 people 
a year. That is more than twice as many passengers as 
are carried on all the lines of the New England steam rail- 
roads. That is nearly four times the population of the 
entire United States. 

To carry this traffic 52,000,000 car-miles are operated a 
year, which is equivalent to 109 round trips to the moon 
and over half the distance to the sun. 

The tons of coal burned annually to generate the electric 
current which moves this traffic are 278,000. That amount 
of electric current would keep a 36-watt light burning in 
your front hall for 811,918 years. 

Under modern conditions, winter and summer, snow or 
rain, we are so close to this service that we fail to appre- 
ciate its proportions, and we fail to notice its good qual- 
ities, what it means to us as the very life-blood of our 
metropolitan city. We are all too prone to criticise it for 
its weak points and its lack of detours. 

The old idea or attitude toward a street railway was to 
regard it as a rich corporation and anything that could 
be got out of it as velvet. Such an idea today with refer- 
ence to the Boston Elevated simply reacts to injure the car 
riders themselves. 

Reduction in operating costs in the last two years has 
made possible the establishment of 5-cent lines, until now 
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more than 300,000 passengers every day pay only a 5-cent 
fare. Anything which further reduces the cost helps to 
make possible these routes and the improvement of the 
service. On the other hand, when unnecessary expenses 
are forced on the railway it tends to restrict these routes 
and to prevent the improvement of the service. 

When a demagogue argues that the Elevated should bear 
this or that expense or cart away all the snow from the 
streets where it has tracks, it still sounds good to some 
people, but what it really means is that a large number 
of car riders will pay a larger car fare than they would 
otherwise have to pay. ‘ 

Similarly as to service. When a street car carrying 
fifty passengers is repeatedly held up by traffic congestion 
each of the persons on that car has lost valuable minutes 
of his own time: and the cost of the service is increased, 
for the lost minutes increase the operating costs. All this 
might be saved if the car riders insisted, as they have the 
right to do, that as they constitute the large majority of 
citizens using the highways they should have the right to 
use them without being blocked to such a degree. 

It has been discovered by study that there are five times 
as many automobiles in large cities as street cars but they 
carry only one-fifth as many people. Is it fair that 20 per 
cent of the people riding in five times as many vehicles 
should seriously interfere with the transportation of 80 per 
cent of the people? : 

In the past it has often been the practice to enact laws 
and ordinances hampering the economical and satisfactory 
operation of streetcars. For example, on certain streets 
automobiles are permitted to go 20 miles an hour and ordi- 
nances forbid a street car to exceed 12 miles. The surest 
way for reducing costs and improving service today is for 
the car riders to appreciate this fact and‘to insist that their 
representatives enact laws and ordinances giving to them 
the right to have their street cars run without disastrous 
interruption by other vehicles. 


Budget System Effective’ 


Kentucky Company Has Used This System of Control 
Since 1911—Management and Department Heads 
Enthusiastic Over Results 


HE operation of the Kentucky Traction & Ter- 

minal Company is based upon the budget system of 
control, which has been used in connection with the 
various properties of this company since 1911. The 
budget estimates are made covering the period of a 
year, and are set up in detail for each month. Every 
officer or department head has his budget figures and 
his actual results at the end of each month. 

The management believes that this. matter of esti- 
mating future work by the organization has proved to 
be of great value, first in building up and bringing out 
the real worth of the individual department heads and 
sub-organizations; and second, in presenting to the 
board of directors statements which forecast the income 
and expenditures for the ensuing year. Since the bud- 
get has been followed for several years, it is possible 
to forecast several years in advance. Based on the total 
averages for the past twelve years the budgets have 
been within 1.1 per cent correct. ee 

It is stated that the value of the budget as a pro- 
gressive and constructive method of building up the 
sub-organization cannot be estimated, but it is fully 
realized by the’ department heads as well as by the 
board of directors. The preparation of these budgets, 
involving a great deal of work on the part of the or- 
ganization, has been the means of uncovering many 
unnecessary expenditures, and the refinement in many 
ways of operating .costs. : 

Based on these budget data, cash position forecasts 
are also worked out in detail for twelve months for the 


*This article is based on material included in the brief submitted 
to the Charles A. Coffin Prize Committee of the American Electric 
Railway Association by the company named, 


each rail. 
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ensuing three-month period, for the purposes of the 
board of directors. Construction budgets are similarly 
prepared a year in advance, as far as practicable. 

Of the value of the budget General Manager J. P. 
Pope says that it shows monthly what has been accom- 
plished and tends to limit unimportant expenditures. 
It keeps the department heads advised of the actual 
compared with the theoretical position of their depart- 
ments. It relieves executives of unnecessary confer- 
ences over expenditures and gives an opportunity for 
investigation and correction of accounts that are out of 
line. 

From the standpoint of the auditing department, the 
budget expedites the work of auditing by enabling the 
bookkeepers to check the distribution of charges made 
by the department heads to the various accounts. From 
the standpoint of the treasury department, the budget 
makes it possible to prepare cash position statements 
for a period of many months in advance with almost 
unbelievable accuracy, and this has resulted in savings 
of many dollars of interest on the floating debt. 

Henry Bush, superintendent of transportation, says 
that the budget keeps him in close touch with the earn- 
ings and expenses of his department, and furthermore, 
he believes it has a tendency to create a friendly rivalry 


between department heads which keeps every fellow on 


his toes. It is also very helpful to be able to foretell 
approximately the amount of business to expect by divi- 
sions and the expenses of each from year to year. 

W. G. Stuck, master mechanic, commented that the 
budget control requires that constant attention be given 


every detail of expenses, and that special effort be made 


by each department head to meet his particular esti- 
mate in order that the company estimate may not be 
exceeded. It is conducive to greater co-operation by all 
departments, looking toward the success of the com- 


pany. 


Company Collects from Careless 
Automobile Drivers 


HE claim department of the Holyoke Street Rail- 

way has adopted the policy of collecting damages 
from automobile owners who through negligence or 
carelessness have caused damage by collision to. the 
street cars. ‘The purpose is not so much to be reim- 
bursed for the damage suffered as the psychological ef- 
fect which the court decisions have upon operators of 
automobiles. In the past such drivers have seemed to 
act as'if the street car had no right to the street. 

The people who use the cars are in sympathy with 
this policy. They know that in the final analysis they 
have to pay the bill, and they also realize that such a 
policy tends to decrease interference with traffic and 
therefore contributes, to better service. 


Salt Car Prevents Ice Formation 


HE York Railways, York, Pa., operates a salt car 

very similar in construction to the ordinary sand 
car, except that it is equipped with three outlets for 
One outlet throws the material inside the 
rail; a second on the outside of the rail, and the third 
throws it directly on the rail. Rock salt is mixed with 
sand, and the mixture is dropped on the rail ‘in the usual’ 
manner. This car has been found useful to prevent, 
the formation of ice in the groove of the rail or in 


switch frogs. | 
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Merchants React Favorably to 
Traffic Suggestion 


HE Elmira Water, Light & Railroad Company, 

Elmira, N. Y., reprinted the editorial from ELECTRIC 
RAILWAY JOURNAL of Nov. 10, 1923, entitled ““A Basis 
for Getting the Merchants to Accept Traffic Regula- 
tion” and sent it to the local merchants accompanied 
by a letter from F. H. Hill, vice-president of the com- 
pany. This editorial pointed out in the main how it is 
to the business interests of the downtown merchants to 
co-operate in making street car operation rapid by 
elimination of parking and other practices that con- 
tribute to congestion. The reaction of the Elmira 
merchants to the suggestion made is widened by four of 
the letters received by Mr. Hill, which follow: 


“Thank you for the reprint of ELECTRIC RAILWAY 
JOURNAL article on traffic regulations. Personally, I 
believe the points made in this article are sound, but 
I feel that it will require much educational work to get 
this viewpoint over to the average merchant. 

“T shall be glad to co-operate at any time in any 
campaign that will tend to clear up the congested con- 
dition of our downtown streets, and to speed up traffic 
and business.” 


“T have yours of the 3d with inclosure reprinted 
from the ELECTRIC RAILWAY JOURNAL, which I have 
read with interest. 

“In my opinion, our parking system has been radi- 
cally wrong and I am firm in my belief that no cars 
should be parked on Lake Street between Market 
and Water Streets, on Water Street between Lake and 
Maine Streets, nor on Main Street between Water 
and Grey Streets. While I realize that some retail 
merchants would hold up their hands and say “murder” 
at this suggestion, nevertheless I feel sure that if they 
would figure it out. they would agree it is best. I feel 
sure if an investigation could be made, they would find 
that the occupants of cars parked in front of their stores 
often walk a block or two to purchase goods from 
another store. If the street were clear of cars it would 
give freer access to those wishing to enter the stores 
and also allow for a better appearance of the store. 


“I have read with a very great deal of interest the 
clipping regarding traffic regulations which you sent 
me on Jan. 2, and have been thinking this problem over 


ever since. I agree with the writer that it is one of 


- serious moment, and I am sorry not to have in my mind 


a ready-made solution for it. I am keeping this clip- 
ping and intend to take up the subject matter with some 
of my friends and some of the business organizations 
and see if we cannot stir up a little sentiment which 
may help in the solution of the problem.” 


“Thank you for yours of the 3d inclosing a copy of 
a letter you sent to the downtown business men. 

“Personally I believe the article contains meat for 
real thought and much sound logic. The traffic problem 
is rapidly getting to be very serious and it is going to 
call for the united and best effort of everybody con- 


cerned to effect any relief. 4M 


=] 
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American Association Executive 
Committee 


HE American executive committee 

held a regulary, meeting in New 
York on Jan. 11. The members’ present 
were President Britton I. Budd, Execu- 
tive Secretary J. W. Welsh, C. L. Henry, 
W. H. Sawyer, F. R. Coates, R. P. Ste- 
vens, J. N. Shannahan, J. H. Hanna, 
R. I. Todd, H. A. Johnson, L. H. Palmer, 
W. H. Hyland, A. W. Brady, Edward 
Dana, C. E. Morgan, J. K. Punderford, 
W. F. Ham, E. F. Wickwire, C. S. Haw- 
ley, M. B. Lambert for H. D. Shute, 
A. A. Hale, J. G; Barry and’ CR: 
Ellicott. 

Secretary Welsh reported briefly for 
the joint committee on national relations, 
giving a summary of the committee’s 
recent meeting. Mr. Budd stated that 
the committee assigned to consider the 
advisability of actively supporting the 
National Transportation Institute had 
not been able to meet as yet.. Reporting 
for the committee on national relations, 
Mr. Henry said that he was endeavor- 
ing to get a postponement of the Jan. 23 
hearing before the Interstate Commerce 
Commission on the interpretation of 
Section 15-A of the transportation act. 
He urged upon the members the very 
great importance of giving this matter 
close attention, as the question of 
whether electric railways are to be in- 
cluded under the provisions of the act, 
which requires that all earnings in ex- 
cess of 6 per cent be returned to the 
commission, hinges upon the interpre- 
tation of the clause in the act to the 
effect that electric railways are not in- 
cluded under the provisions of the act 
unless they are part of a general trans- 
portation carrier or engaged in the 
general transportation of freight. 

If the electric railways are included 
under this provision, the commerce and 
transportation acts are so worded that 
it is entirely possible that electric rail- 
ways would also ultimately come under 
the jurisdiction of the United States 
Labor Board. Further details of this 
situation are presented in the summary 
of a letter about to be sent out to all 
member companies by Mr. Henry’s com- 
mittee, which is given on page 73 of 
this issue. Mr. Henry said that this 
provision of returning. any excess over 
6 per cent would be more serious to 
electric railways than to steam roads 
because they are not able to secure 
money at rates of 4 and 5% per cent as 
the steam roads are. He pointed out 
that a few electric lines believe they are 
included under the act and want to be, 
because they are practically electrified 
steam roads and their principal busi- 
ness is in interchange of freight. 


Mr. Coates reported for the com- 
mittee on subjects and meetings, pre- 
senting an outline of the program for 
the Midyear Meeting and the speakers 
to be secured, This was approved by 
the executive committee and will be 
announced shortly. Mr. Lambert sug- 
gested that representatives of the motor 
vehicle industry be invited to attend 
the meeting; and as one of the subjects 
to be considered is traffic congestion it 
was thought especially appropriate that 
this be done. : 

Mr. Sawyer reported for the pub- 
licity committee and R. P. Stevens re- 
ported the additions and changes in 
the membership, these reports being 
approved. 

Mr. Brady reported for the com- 
mittee on relations with automotive 
industry organizations and said that 
considerable progress had been made 
at the meeting held early in December 
with ‘a committee of the National Auto- 
mobile Chamber of Commerce in es- 
tablishing satisfactory relations. He 
said that the re-editing and revision 
of the annual bulletin of the chamber 
covering a discussion of the desirable 
provisions of.laws regulating motor 
vehicle carriers had been given joint 
consideration and that some changes 
had been made which make the pro- 
visions more favorable and fair to the 
electric railways. 

Mr. Budd proposed and the executive 
committee concurred in a suggestion to 
this committee that it give considera- 
tion to the advisability of, and to rec- 
ommend some plan for, admitting bus 
operating companies to membership in 
the American Electric Railway Asso- 
ciation. Mr. Budd said that if the elec- 
tric railways are really going to take 
up the bus in the way that now seems 
to be advisable, they ought to provide 
some way for bus organizations to take 
part in the counsels of the association. 

Mr. Sawyer, chairman of the com- 
mittee on arrangements for the Mid- 
year Meeting at St. Louis, March 4, 
reported briefly the progress of his 
work. He said it was planned to have 
no registration as it was desired that 


this meeting should not be just a street 


railway men’s convention, but that it 
should be open to everyone. It is 
planned to advertise the meeting in the 
local papers and announce the program 
and invite anyone who desires to attend. 

G. C. Hecker, of association head- 
quarters, reported briefly on the recent 
meeting of the committees on city and 
interurban operation, stating that these 


two committees had taken up their work 
enthusiastically and that there was 
every prospect for fruitful work. 

Mr. Johnson, president of the Eng.- 
neering Association, requested for the 
use of the heavy traction committee 
an appropriation of not to exceed $500 
for the purpose of revising and bringing 
up to date and putting in a readily 
usable form the bibliography of the 
various phases of electrification work. 

E. F. Wickwire said that in connec- 
tion with the work of the committee on 
co-operation with manufacturers, F. C. 
J. Dell had personally called upon fifty- 
three” mantfacturers in and around 
New York for the purpose of enlisting 
their more active interest and support. 
He said that this field work seemed to 
be highly appreciated* and would no 
doubt promote greater interest in the 
association. Mr. Dell is to visit the 
manufacturers in other territories. 

The executive committee authorized 
the appointment of a committee on date 
and location of the 1924 annual conven- 
tion and exhibit. 

Edward Dana, chairman of the com- 
mittee on education, requested an ap- 
propriation of $5,000 to be used in the 
work of preparing a course on the 
fundamental economics of the street. 
railway, for use of the rank and file 
of railway employees. This was not 
granted as it was suggested that such 
appropriations should come from the 
individual railway members instead of 
the association. It was suggested that 
the time has come when the several 
associations which are working toward 
the inauguration of courses in public 
utility economics in the universities 
should consolidate and co-ordinate their 
efforts. Mr. Dana was authorized to 
proceed in this direction. 

G. T. Hellmuth, on behalf of Presi- 
dent Hyland of the Claims Association, 
requested authority and an appropria- 
tion for the Claims Association to en- 
gage a safety engineer with the idea 
of providing a continuing management 


of this association and to secure the. 


use by railway companies of the very 
valuable information developed by the 
association. It was estimated that this 
would cost from $5,000 to $6,000 a year, 
exclusive of traveling expenses. The 
matter was referred to the policy and 
finance committees. 

A suggestion that the association 
subscribe for issues of public utility 
reports for its member companies who 
do not now subscribe, to the extent of 
$2,500, was laid over to the second suc- 
ceeding meeting and the matter mean- 
time referred to the finance committee. 

The next meeting of the executive 
committee will be held at St. Louis on 
March 3. 
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Interurbans Should Indicate 
Status 


T THE MEETING of the committee 
on national relations, held in New 
York on Jan. 10, Chairman Charles L. 
Henry spoke of the importance of the 
recent decision of the Supreme Court 


on all railroads included under Section 
‘i5a of the transportation act of 1920, 


and the need that all electric roads 
define their status as to whether they 
are “engaged in the general transporta- 
tion of freight’? and so come under the 
act. A hearing has been scheduled by 
the Interstate Commerce Commission 
for Jan. 23 to determine what electric 
roads are subject to the jurisdiction of 
the commission under Section 15a. All 


' roads so included are limited, along with 


_the steam railroads, to 6 per cent direct 


return on a fair valuation, and any 
excess is subject to the recapture clause 
as set forth in the act. 

To apprize electric railways of the 


_ situation, the committee, with the ap- 


proval of the executive committee, de- 
cided to mail to all interurban railways 


a circular letter urging them to advise 
the committee of their position. 
_letter, signed by Mr. Henry as chair- 


é 
This 


man of the committee, says, in part: 

“A hearing before the Interstate 
Commerce Commission is to be held on 
Jan. 23 to determine what electric rail- 
roads of the United States are subject 
to the jurisdiction of the Interstate 
Commerce Commission under Section 
15a. If your road is subject to Section 
15a, your earnings are limited along 
with the steam railroads to 6 per cent 
on a fair valuation, and any excess is 
subject to the recapture clause as set 
out under said section. 

“There are other matters of impor- 
tance included in the provisions of Sec- 
tion 15a, but the particular language 


of that section, which controls your in-' 


clusion or exclusion under the section, 
is whether or not your road is operated 
as ‘a part of a general steam railroad 
system of transportation or engaged in 
the general transportation of freight.’ 

“It is necessary. that you determine 
what your status is under this section 
and be prepared, if the subject is im- 
portant to you, to attend the hearing 


before: the Interstate Commerce Com- 


mission in Washington on Jan. 23. 
Your committee believes that the major- 
ity of electric interurban railways are 
‘not engaged in the general transporta- 
tion of freight’ in such a manner as to 
bring the roads under the jurisdiction 
of Section 15a. There are some roads 
that must be included. 

“A personal appearance, we under- 
stand, is necessary at the Interstate 
Commerce Commission’s hearing if the 
road desires to be heard. We suggest 
that you prepare your case from your 
viewpoint, send a copy of it to this 
committee, addressed to 949 Munsey 
Building, Washington, D. C.,,and we 
will go over the case for you and be 
prepared to discuss it with you at any 
time from Jan. 21 up to the time of 
the hearing on Jan. 23. 


‘executive 


“So that you may know in a general 
way the committee’s views on this sub- 
ject, we append hereto a copy of a 
letter which was sent to the Interstate 
Commerce Commission under date of 
Jan. 24, 1928. 

“Tt is important that the committee 
be informed at once of your position. 
Please, therefore, wire immediately 
upon receipt of this to James W. Welsh, 
secretary, at association 
headquarters, 8 West Fortieth Street, 
New York City, whether your company 
opposes or consents to coming under 
Section 15a. Let us have this telegram 
without fail.” 


(APPENDED LETTER) 
Jan 24, 19238. 
To the Interstate Commerce Commission 
Gentlemen : 

The Chicago, North Shore & Milwaukee 
Railroad has today filed with your honor- 
able body its brief and argument, as an 
interurban railway, on Section 15a of the 
interstate commerce act, and particularly 
with reference to the language “engaged in 
the general transportation of freight.” 

The American Electric Railway Associa- 
tion, acting in behalf of its members, asks 
leave to intervene in the record of this case, 
and make the following observations: 

1. To a large class of our members, the 
construction placed by the commission on 
the words “‘engaged in the general trans- 
portation of freight,” if given a broad gen- 
eral application, will be vitally important. 

2. It may be accepted as fact that a 
large number of interurban railroads are 
the handlers of freight business to a greater 
or lesser extent, and that there are a few 
interurban lines which believe themselves 
to be “engaged in the general transporta- 
tion of freight,” while the vast majority, 
such as the North Shore Line, consider 
themselves as entirely outside of the ap- 
plication of the quoted language. 

3. If it be the commission’s purpose to 
determine the broad, general question, in 
reviewing the North Shore Line’s case, 
which is being filed today, and therefrom 
adopt such construction of the above-quoted 
language and issue such orders as will be 
determinative in most other interurban 
cases—then the American Electric Railway 
Association respectfully requests that the 
general subject of construction of the 
language “engaged in the general transpor- 
tation of freight” be docketed for formal 
hearing, and we will be prepared at such 
hearing to go into every phase of interurban 
line operation, to furnish the ground-work 
for a general interpretation and construc- 
tion of the meaning of such language. In 
other words, we respectfully suggest that 
a determination of the imminent case in 
such a manner as to bind the whole in- 
terurban railroad industry, without giving 
such industry a fair hearing, would not 
only be unwisé but unjust. 

4, In connection with the North Shore 
Line case directly, it may be remarked that 
from their record of physical operation and 
the absence of through routes and joint 
rates and interline billing arrangements, 
the most liberal effort to bring such line 
within the quoted language could only_re- 
sult in a finding that they are “engaged in 
the restricted transportation of freight,” or 


“engaged in the transportation of freight in’ 


a limited way.’ If Congress had intended 
such roads to be included under your juris- 
diction in Section 15a, then they would have 
written the law “engaged in a restricted or 
limited transportation of freight’? or omit- 
ted. the word “general” therein. But Con- 
gress put it on the statute books “engaged 
in the general transportation of freight,” 
and obviously any interurban line not per- 
forming wholly and completely in the 
freight business in the same manner as a 
steam railroad conducts such business can- 
not, by strained construction, be put in a 
class with roads which are, in the uni- 
versally accepted sense, “engaged in the 
general (not restricted or limited) trans- 
portation of freight.” x 

5. Just one more thought directly in con- 
nection with this North Shore Line brief 
and argument: Congress did not make the 
quoted language read “engaged in the 
transportation of genera] freight. An in- 
terurban road might be handling freight of 
all classes of “general freight” if you 
please, and still be restricted or limited in 
the methods of handling or to a small part 
of its line, in such a manner as to be en- 
tirely out of the language as used in Sec- 


73 
tion 15a—‘‘engaged in the general trans- 
portation of freight.” 

In other words, we lay down the two 


broad general propositions, viz. : 

(a) that a restricted or limited transpor- 
tation of freight; and 

(b) that the transportation of general 
freight—neither of the two bring an in- 
terurban ‘road within the class of such 
lines as are “engaged in the general trans- 
portation of freight,’ and ipso facto 
within your jurisdiction in the matter of 
excess earnings, 

6. This committee has, on several occa- 
sions in‘the past, asserted its desire to be 
helpful to your honorable body in your 
problems connected with the electric rail- 
way industry. We wish to restate that 
desire again at this time. If we can be of 
any service to you in any way we hope you 
will command us. 

By order of the committee: 

(Signed) CHARLES L. HENRY, Chairman. 


Midyear Committee 


HE third meeting of the committee 

on arrangements for the Midyear 
Meeting was held in St. Louis on Jan. 4, 
with Chairman W. H. Sawyer and the 
following members present: B. W. 
Frauenthal, B. W. Stemmerich, F. H. 
Richards, C. E. Allen (for M. B. Lam- 
bert), Col. A. T. Perkins, E. D. Payne 


‘(for E. P. Waller), F. O. Grayson, F. H. 


Rein, F. V. Cook, Col. H. D. McBride, 
J. B. Sheriden, C. O. Birney. 

Reports were heard from the various 
sub-committees. It was announced that 
Mrs. A. T. Perkins had accepted the 
chairmanship of the ladies’ entertain- 
ment committee. It is planned to have 
only local women serve on this com- 
mittee with Mrs. Perkins. 

The sub-committee on seating is busy 
making a drawing of table location and 
seating plan. It is tentatively to be 
laid out on the basis of a head table 
seating twenty-four, and all other 
tables to be round .tables seating ten 
each. 

It was planned that every member 
of the committee on general arrange- 
ments should be a member of the trans- 
portation committee and directly re- 
sponsible for seeing to it that all mem- 
bers in his district receive the neces- 
sary transportation data and attend 
the meeting. There is some prospect 
of securing a round-trip ticket for fare 
and one-half. 

The committee is planning to get out 
a general folder discussing the Mid- 
year Meeting from all angles. An in- 
teresting part of the arrangement is 
that the dinner speeches are to be 
broadcasted through the St. Louis Post 
Dispatch station and possibly other 
stations. 

E. D. Payne was made chairman of 
the dinner entertainment committee. It 
is planned to make arrangements for 
dancing at the Hotel Chase after the 
dinner. 

The committee agreed that no can- 
cellation of dinner tickets would be ac- 
cepted after Feb. 29. 


Bus Operation 


LANS for the coming year’s work 
were laid out by the committee 
on bus operation, of the Transporta- 
tion & Traffic Association at a meeting 
held on Jan. 8 in New York. It was 
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decided to continue the study made last 
year, which resulted in the report which 
was presented at the Atlantic City Con- 
vention. 

Sub-committees were appointed to 
study the various parts of the subject. 
Chairman Flickinger will be responsible 
for the analysis income statements and 
of the general features of operation. 
Messrs. Scanlon and Stewart will scru- 
tinize the various types of operating 
methods, and Mr. Arnold will study 
maintenance practice as developed by 
the committee work. Messrs. Fritch 
and Keenan will make a study of bus 
operating rules. 

Present at the meeting were W. J. 
Flickinger, chairman; Bert W. Arnold, 
H. F. Fritch, J. B. Stewart and V. E. 
Keenan of the committee and J. W. 
Welsh and G. C. Hecker of association 
headquarters. 


Buildings and Structures 


HE first meeting of the buildings 

and structures committee of the 
Engineering Association was held in 
New York on Jan. 7. Those present 
were N. E. Drexler, chairman; C. H. 
Clark, L. R. McKay, J. D. Kent, H. R. 
Stamm, Judson Zimmer and G. C. 
Hecker of association headquarters. 

The chairman announced the ap- 
pointment of Mr. McKay as _ vice- 
chairman and the personnel of the sub- 
committees, the subjects being 1a, 
Passenger Terminals, J. D. Kent, chair- 
man; lb, Freight Terminals for City 
and Interurban Lines, E. D. Eckroad, 
chairman; 1c, Combination Terminals, 
J. R. McKay, chairman; 2, Design of 
Building for Proper Storage and Main- 
tenance of Buses, H. R. Stamm, chair- 
man; 3, Review of Existing Standards, 
B. R. Brown, chairman. 

It was decided to work along the fol- 
lowing lines: 

On the subject of passenger terminals 
the sub-committee is to get data on 
the Dixie Terminal and any other re- 
cent ones and work up a plan for a 
typical layout. 

On freight terminals the sub-commit- 
tee is to investigate the Detroit United 
layout, including the freight container 
plan; also the joint freight arrange- 
ment at Ind’anapolis. A questionnaire 
is to be prepared by the sub-committee 
to be sent to representative companies 
to obtain data on freight terminals to 
be used in connection with preparing a 
typical layout. 

The combination terminals sub-com- 
mittee is to go over plans obtained last 
year and any others which are now 
available with a view of making up a 
typical layout. 

The sub-committee on bus garages 
prepared a questionnaire which will be 
sent to railway companies operating 
buses. Points of particular importance 
that were brought out in discussion 
were the necessity of proper ventilation 
to take care of carbon monoxide gas, 
plenty of clear height, facilities for 
storage and handling of gasoline and 
eiis, use of hoists rather than pits and 
general sanitary conditions. 
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It was decided to hold the next meet- 
ing in Cincinnati the latter part of 
March. 


Unification of Car Design 


HE new committee on unification 

of car design held its first meeting 
in New York on Jan. 8. Chairman 
H. H. Adams called the attention of 
the members to his letter outlining 
some fundamental car dimensions which 
should be considered in connection with 
the work of unification of design. The 
members present were: J. Lindall, G. L. 
Kippenberger, V. Willoughby, C. Gor- 
don and J. W. Hulme. 

Tabulations prepared in advance of 
the meeting were carefully discussed to 
determine the extent to which the 
dimensions of recent cars varied from 
those recommended by the 1922 com- 
mittee. In order to obtain a proper 
starting basis for its work, the com- 
mittee was generally agreed that those 
parts of the body which are most fre- 
quently replaced or repaired should be 
considered first. From this standpoint, 
therefore, it was decided to start with 
the size of the glass in the lower side 
sash and gradually build up uniform 
dimensions for other parts so as to fit 
as nearly as possible into the general 
dimensions adopted by the 1922 com- 
mittee. 

It was decided to limit the work this 
year very largely to the establishment 
of dimensions for glass, sash and side- 
post centers on city cars. It was con- 
sidered important to study these basic 
dimensions thoroughly in order to com- 
mand co-operation in adhering to them. 
This, it was felt, would lay a secure 
groundwork for a unification program. 

After considerable discussion as to 
the most practicable method for fixing 
these fundamental dimensions it was 
decided to obtain from the car builders 
such data as would permit a com- 
parison of all double-truck city surface 
cars built in 1923.: It was further de- 
cided to send a tabulation containing 
this information to each railway prop- 
erty having new cars represented, with 
a request that it indicate the reasons 
for variations in the dimensions of its 
new cars from those recommended by 
the 1922 report. 

To create additional interest and 
stimulate discussion at the annual con- 
vention, it was decided to prepare full- 
size models of car side framing with 
different types of sash and post con- 
struction, so as to illustrate the pos- 
sibilities of the proposed uniform 
dimensions. : 

A discussion ensued of the savings 
which would result from greater uni- 
formity in the design of many mis- 
cellaneous parts used in car body con- 
struction. Mr. Gordon was delegated 
to prepare a tentative draft of this sub- 
ject for insertion in the annual report 
of the committee. Mr. Willoughby sug- 
gested that the co-operation of the 
storekeepers be obtained in order to 
determine just what savings in stocks 
of repair parts might be accomplished 
by the program proposed. 
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Executive Committee Claims 
Association 


MEETING of the executive com- 

mittee of the Claims Association 
was held at association headquarters 
in New. York on Jan. 10. Those in 
attendance were President W. H. Hy- 
land, Gloversville; First Vice-President 
H. D. Briggs, Newark, N. J.; J. S. 
Kubu, Cleveland; G. T. Hellmuth, 
Chicago; H./O. Allison, New Brighton, 
Pa., and E. L. Lindemuth, Wilkes- 
Barre, Pa. 

The committee discussed the recom- 
mendation made at the last convention 
of the appointment of a safety engi- 
neer to encourage and to co-operate 
with companies in electric railway 
safety work. The work of the various 
committees of the association was also 
considered, namely, the committees on 
accident prevention, claims department 
aspects of motor bus operation, em- 
ployment, medical and surgical work, 
resolutions, subjects, and a uniform 
grade crossing law. 

The. executive committee learned 
with regret of the death of former 
President Cecil G. -Rice, Pittsburgh, 
and a committee was appointed to draft 
suitable resolutions. 


News of Other Associations 


Tentative Program for Mid-West 
Meeting 


EADQUARTERS for the Spring- 

field, Mo., meeting of the Mid- 
West Electric Railway Association, Jan. 
17,. will be the Colonial Hotel. The 
morning and afternoon business ses- 
sions, as well as the banquet that eve- 
ning, will be held there. — 

The tentative program includes the 
following papers: 

“Blectric Railway Freight Traffic,” 
by W. A. Clough, railway engineer 
General Electric Company, Chicago. 

“Bus Operation and Regulation,” by 
F. S. Welty, assistant general manager 
Omaha & Council Bluffs Street Railway. 

“Shop Practice and Maintenance,” by 
John S. Dean, railway engineer West- 
inghouse Electric & Manufacturing 
Company, East Pittsburgh. : 

“One-Man, Two-Man Cars and Train 
Operation,” by D. L. Fennell, superin- 
tendent of transportation Kansas City 
Railways. 

A luncheon will be given the -mem- 
bers at the new power house of the 
Springfield Traction Company. From 
4:30 to 6:30 an informal reception will 
be held. ¥ ; 

At the evening banquet the following 
will be the addresses: ; 

Address; Hon. John S. Farrington, 
Judge, Court of Appeals, Springfield, 
Mo. 

“Public Utility Operation as Viewed 
by a Newspaper Man,” by E. E. E. 
McJimsey, editor and manager Spring- 
field Republican. 

“Twenty-five Years Experience with 
Transportation Problems,’ by E. V. 
Williams. 


' This Tool Is Useful on Rivets 


January 12, 1924 
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Maintenance of Equipment 


**Holder On” for Truck 
Work 
HANDY tool has been developed 
‘ at the shops of the Metropolitan 


‘West Side Elevated Railway, Chi-. 


‘eago, for “holding on” to the head 
of a countersunk bolt to prevent it 


_|from turning when the nut is re- 
_ {moved, and also for use as a “buck- 
jing” bar when riveting. The tool is 


‘especially efficient for holding bolts 
or rivets in narrow places, such as on 
‘the inside of a truck where the 
bolster swings. In the past, it was 
often necessary to cut off a bolt or 
its nut in order to remove it from 
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the frame of the truck. This dif- 
ficulty has largely been overcome by 
the use of the new tool. 

The tool is really an expanding 
“holder on’”’ operated by a long lever, 
using some convenient adjacent por- 
‘tion of the truck as a brace. It is 
constructed of -in. x 14-in. steel bar 
in the form of a pantograph. One 
side is upset, to 1 in. diameter so as 
to press against the bolt or rivet 
head. Serrations are formed on the 
-end of the bar to prevent the bolt 
from turning. The parallel bar is 
_also upset to form a point on the 
opposite side from the serrated end. 
One side is extended to form a han- 
dle 40 in. long, giving a leverage of 
approximately 10 to 1. Four 1-in. 


bolts hold the four sides together and 
permit free motion. 

In use, the serrated end is placed 
against the head of the rivet or bolt, 
and the pointed end placed against 
an adjacent portion of the truck. 
The handle is moved toward the 
pointed end, thus applying pressure 
to the head of the bolt or rivet. 


Making the Sand Car 
- Reliable* 
EARLY all street railways, 


even though their regular cars 
may be equipped with sanders, have 
service cars especially equipped for 
sanding the tracks in emergencies. 


-These are often made-over, obsolete 


passenger cars, which sway and 
creak as they move along, and are 
subject to frequent breakdowns. 
They often hinder the regular cars. 
The old sand car of the Northern 


Texas Traction Company was of this 
kind,. and there were frequent com- 
plaints from the transportation de- 
partment that the car was inefficient 
and delayed the regular service. 
Realizing that this was poor prac- 
tice, the company sent this car to 


*This article is based on material in- 
cluded in the brief submitted to the Charles 
A. Coffin Prize Committee of the American 
Blectric Railway Association by the com- 
pany named. 


The Rebuilt Car Can Operate at the Same 
Speed as Passenger Cars 


the shop and rebuilt it from the 
ground up. 

The G.E. 54 motors and the truck 
were thoroughly overhauled. In the 
reconstruction safety car control 
equipment was added and air brakes 
substituted for the old hand brakes. 
A Westinghouse M-28 brake valve 
with sanding’ features is used to 
operate the traps. The car door is 
manually operated rather than being 
pneumatic as on safety cars, because 
at times it is desirable to run the 
car with the door open. The air com- 
pressor, Westinghouse D-2, is inside 
the car body, as are also the air 
reservoirs. The compressor intake 
is on the roof, so that sand dust will 
not be taken into the compressor. 
The sand bins have a capacity of 
3 cu.yd. Because of the method of 
reconstruction, the car now has 
somewhat the appearance of a Birney 
ear, although in reality it is not. 

Equipped in this way the sand 
car can operate on lines with safety 
cars without interfering with the 
regular service. The railway is 
pleased with the operation of the 
rebuilt car and the public also is 
pleased, because it can see that the 
desire of the company is to do every- 
thing possible to avoid accidents on 
account of slippery rails. 


Special Tamping of 
Steel Ties 


SPECIAL method of insuring 
a bearing under the plates of 
steel ties was pictured and described 
in this paper, page 1005, issue of 
Dec. 15, 1923, as worked out by the 
Cleveland Railway. This consisted 
of having a space under the plates 
when pouring the concrete base, 
later filling in the space with a 1:3 
slag screenings and cement mix and 
thoroughly tamping. Charles H. 
Clark, engineer maintenance of way, 
has now extended the experiment. 
One 100-ft. stretch of track has 
been built, using creosoted sawdust 
instead of the slag and cement for 
tamping in under the tie plate. This 
material is said to compact like a 
board and to provide some resiliency. 
Another 200-ft. stretch has been 
tamped in under the tie plate with 
rock asphalt. 
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Motor-Driven Sand Box 


in Holyoke 


N ITS gand cars the Holyoke 

Street Railway is using a 
motor-driven sand box of the kind 
illustrated in the drawing below. It 
consists, briefly, of a 1%-hp., 550-volt 
motor, which is mounted on top. of 
one end of the sand bin and is belted 
to a shaft connected by worm gear 
with a shaft at right angles to the 
car. On each end of the latter shaft 
is a pinion which acts as an agitator 
for the sand in the hopper. This 
pinion is made up from a GEH-67 
fifteen-tooth pinion, but the teeth are 
cut out somewhat in the form of pad- 
dles, as shown, so that it will act 


over gear... 
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Sand Cars in Holyoke Use Electric Drive 
for Distributing Sand 
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more effectively as an agitator than 
in its original form. 

The shaft at right angles to the 
center line of the car is in two parts, 
connected by collars, so as to make 
its installation in and removal from 
the car more easy. 

The use of a motor drive instead 
of axle drive has been found to have 
several advantages. One of these is 
that it is possible easily to stop the 
mechanism, and so the distribution 
of sand, when the car is passing over 


switches or any other part of the . 


track where sand may not be de- 
sirable or needed. Another advan- 
tage of the motor drive is that it is 
possible to increase or decrease the 
rate of sanding without chaneie the 
speed of the car. 


Improving Paint Shop 

Lighting at Bangor 

ITH an outlay of less than $50 

the illumination of the paint 
shop of the Bangor Railway & Elec- 
tric Company, Bangor, Me., was 
much improved by providing a cir- 
cuit of ten 36-watt lamps spaced 
36 in. apart horizontally on the wall 
side of the painting track to increase 
the intensity at the surface of the car 
body paneling. The lamps were hung 
in condulet fittings carried by a 4-in. 
section of rigid conduit attached to 
the wall at a height of 43 in. above 
the floor, all being operated in 
multiple on a 110-volt circuit and 
controlled by a snap switch con- 
venient to the painters’ working 
area. The aisle width between the 
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Arrangement of Lights in Bangor 
Paint Shop 


car body and the wall is 30 in., and 
the wall further aids in the reflec- 
tion of light by the use of enamel 
paint. On the opposite side of the 
car body illumination is provided by 
four 200-watt gas-filled lamps sus- 
pended from the roof structure with 
counterbalances, enabling these to be 
used at varying heights. The ar- 
rangement as a whole does away with 
the use of portable lamps and loose 
cords in the vicinity of the car body 
and painting aisles. H. B. Baldwin 
is superintendent of shops. 


Electric 


‘previously used. 


Vol. 63, No. 2 


Boring Mill Reduces Time 


for Finishing Axle Collars 


WHEEL boring machine is used 
for finishing and boring axle 
collars instead of a lathe in the 
shops of the Spokane United Rail- 
ways, Spokane, Wash. The collars 


Machining Axle Collars in a Boring Mill 


are cast in halves, and the edges of 
the halves are not machined but are 
simply bolted together with a piece 
of sheet fiber between them. They 
are then set up in a jig which is 
made of a discarded steel wheel as 
shown in the accompanying illustra- 
tion. 

The hub of the wheel is cut out 
and three set screws are provided for 
holding the collar in place. They are 
then faced off and bored in the bor- 
ing mill. The operation requires an 
average of four minutes per collar, 
and this method reduces by one-half 
the labor cost as compared with the 
work if done with a lathe. 


Joint Welding in El Paso 
LL joints in paved tracks are 
now being welded by the El Paso- 
Railway. This,, company 
has lately gone over to the standard 
angle bar, instead of the special joint. 
l In building new 
track four or five rails are joined and 
bolted and strung out alongside the 
excavation. They are turned bottom 
up and then on each side, and the 
angle bars are seam-welded to the 
rails at top and bottom, the nuts 
being spot-welded to the bolts. A 
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«of the Chicago Surface Lines. 


January 12, 1924 


very strong joint results. So far not 
a single failure has been recorded, 


although several hundred joints are | 


‘in service. 


Simple Joint Between 
Conduit and Loom 


| 7HEN control cables are run in 
loom under the car floor, it is 
necessary to protect them from 
‘mechanical injury where they run 
under trap-door openings. 

The Chicago Surface Lines has 
used short lengths of aluminum con- 
duit for this purpose, which necessi- 
tated some form of joint between the 
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A Bored Out Pipe Coupling Is:Used to Make 
_ Joint Between Loom and_ Conduit 


ends of the conduit and the loom. 
The simple arrangement shown in 
the accompanying drawing was 
adopted, and is applicable whenever 
-a joint between loom and conduit is 
required. 

- An ordinary pipe coupling is bored 
‘out for one-half of its length so as 
to allow the end of the loom to be 
~pushed in with a snug fit. As both 
‘loom and conduit -are securely fast- 
ened to the car floor there is no 
-strain at the joint. A layer of tape 
‘is applied to the outside to make the 
-connection weathertight. 


Substantial Movable 
Painter’s Scaffold 
HE type of portable painter’s 


scaffold shown in the accompany- 


ing sketch is used in the West Shops 
With 
this arrangement the scaffold can be 
readily moved from car to car, and 
at the same time it provides a sub- 


_ stantial structure which greatly re- 


‘duces the possibility of accidents 
such as frequently occur when the 
-ordinary plank and horse arrange- 


_ ment is used. 
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Rack for Coupling Pins 


ROUBLE has been experienced 

in Spokane, Wash., from the loss 
on cars of coupling pins that are 
used infrequently. To eliminate the 
cost resulting from this loss and 
avoid delays when a pin is required 
in emergency, a wood block with 
holes for two pins has been provided 
to keep them in proper place. This 
block, together with two drawbar 
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pins, is installed in the front-end 
vestibule of each car. 

This holder is conveniently located 
in view of the conductor, whose duty 
it is to see that there are pins in the 
holder before the car is taken out. 
Previous to the use of this block, 
coupler pins were chained to the 
drawbar, but for some unaccountable 
reason they seem to disappear. This 
particular improvement was the sug- 
gestion of one of the car repair men. 


New Equipment Available 


Machine for Oiling Waste 


MACHINE for the saturation of 
waste with oil to prepare it for 
use in journals, manufactured by 
1 Wyckoff, Inc., Joliet, Ill., has re- 
cently been installed in the Wilson 
Avenue shops of the Chicago Ele- 
vated Railroad. It is capable of 
saturating 240 lb. of waste every 
twenty-four hours with a content of 
2 lb. of oil for each pound of dry 
waste used. It is stated that the 
saturation obtained is very uniform. 
The outer containing tank shown 
in the illustration, which is insu- 
lated with asbestos, serves as a pro- 
tection to the inner tank and con- 
tains electric heating coils, a heat- 
controlling device, the oil supply 
pump and the necessary piping. 
Openings are provided directly under 
the heating elements to admit suffi- 
cient air for circulation. 

The lower portion of the inner 
tank is a reservoir for the oil, with 
a pipe connection to the pump 
through the bottom. Placed in the 
tank directly above the reservoir 
are three waste containers, which 
are made especially long and nar- 
row to allow the heat to pass up 
and through the waste, insuring a 
dry condition before applying the 
oil. These containers are made of 
galvanized steel. and wire cloth, and 
are hung from the upper edge of the 
tank. The thermostat by means of 
which the heating coils are con- 


trolled to give an even temperature 
is also placed in this chamber. 


$ Design of Movable Painter’s Seaffold Used in Chicago 
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In operation the waste is placed 
in the containers and the heat is 
turned on. The waste is then al- 
lowed to dry for approximately one 
hour. At the end of this time the 
cover is raised and the oil pump 
started. Oil is sprayed over the 
waste by means of a hand hose until 
the containers are completely flooded. 
The cover is then closed and heat 


This Waste Saturating Machine Has Electric 
Heat Thermostatically Controlled 


is applied for approximately four 
hours. With the thermostatic con- 
trol there is no chance of overheat- 
ing the oil. 

An auxiliary intake pipe is con- 
nected to the tank, so that to re- 
plenish the supply of oil a three-way 
valve may be opened and the new 
oil pumped in by means of the oil 
supply pump. 

The tanks are made of No. 1 gage 
welded annealed steel. The oil 
storage capacity of the inner supply 
tank is 65 gal. The three waste con- 
tainers will hold a total of 20 lb. of 
dry waste, or 60 lb. of saturated 
waste having a ratio of 2 lb. of oil 
to each pound of dry waste. 
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The News 


Statement Awaited 


Cincinnati Traction and Street Railway 
Companies Will Report on Settle- 
ment—Merger Negotiations 


Assurance was given the street rail- 
way committee of the City Council of 
Cincinnati, Ohio, at its meeting on Jan. 
4, that the Cincinnati Traction Com- 
pany and the Cincinnati Street Rail- 
way would be in a position within the 
next fortnight to make a statement as 
to whether they can reach an agree- 
ment for the settlement of Cincinnati’s 
traction problem. The purpose of the 
meeting was to consider the report of 
Mayor George P. Carrel’s traction com- 

nittee, presented on Dec. 24. The re- 
port recommended the merging of the 
interests of the Cincinnati Street Rail- 
way and the Cincinnati Traction Com- 
pany, with a reduction of the combined 
capital stock from $39,000,000 to $25,- 
000,000, together with other sugges- 
tions that would, in the opinion of the 
committee, result in a lower fare and 
better service. 


CONCLUSION PROBABLE SOON 


Robert A. Taft and Samuel Assur, 
attorneys, represented the Cincinnati 
Street Railway and Walter A. Draper, 
vice-president of the Cincinnati Trac- 
tion Company, represented his corpora- 


tion. Mr. Draper said his company 
concurred in the fact contained in 
Mr. Taft’s statement that the two 


companies were negotiating in the 
hopes of reaching an amicable settle- 
ment. He explained, however, that 
while his company might prefer some 
other method for reaching a settlement, 
nevertheless it was proceeding along 
the lines suggested by the street rail- 
way company. 

When asked how long he thought it 
would take the companies to reach a 
conclusion as to whether they can come 
to an agreement, Mr. Taft replied that 
he felt certain within the next fifteen 
days. In this connection Mr. Taft also 
said that his company was preparing a 
report of operations for 1923 which 
would serve as a basis for figuring the 
earning capacity of the operating com- 
pany. The street railway company in 
1901 leased the Cincinnati electric rail- 
way system to the traction company 
for a period of forty-five years. Mr. 
Draper said that the report of his com- 
pany would be ready in ten days, so 
the companies could resume their nego- 
tiations and make a definite statement 
to the Council in fifteen days. The 
Council committee then passed a resolu- 
tion postponing the hearing until 
Jan, 21, 

Attorney Taft submitted a statement 
on behalf of the committee of the Cin- 


cinnati Street Railway. He said that 
the representatives of the Cincinnati 
Street Railway had carefully studied 
the report of the special committee and 
that while they were not in accord with 
all the conclusions and recommenda- 
tions made by the committee, they 
agreed that a serious crisis existed 
in the traction situation in Cincinnati, 
and that they were anxious to do their 
part in meeting it. 

The statement called attention to 
certain fundamental facts in the prob- 
lem. The Cincinnati Street Railway, 
with some 5,000 stockholders, mostly 


residents of the city of Cincinnati, was_- 


the owner of the tracks, poles, wires, 
ears and other street railway property 
in Cincinnati. The property had been 
leased with the knowledge of the city 
of Cincinnati to the Cincinnati Traction 
Company, and under that lease and the 
service-at-cost ordinance, the Cincin- 
nati Street Railway was not the oper- 
ating company and had no control 
whatever over the operation of the 
street cars, the fares charged or the 
increase of capital, so long as the trac- 
tion company paid the rent and com- 
plied with the provisions of the lease. 
But because of the obligations entailed 
in its franchise, and the desire to assist 
in a solution of the present unsatisfac- 
tory situation, the statement went on 
to say that the directors of the Cin- 
cinnati Street Railway would be willing 
to recommend to the stockholders that 
it purchase the leasehold interest of the 
Cincinnati Traction Company and itself 
undertake the operation of the prop- 
erty, provided the purchase could be 
made on such terms as to permit the 
rendering of service to the public and 
the earning of a reasonable return on 
employed capital. 


CORPORATE STRUCTURE WOULD BE 
SIMPLIFIED 


The result would mean the elimina- 
tion of all but one company from the 
situation, the making possible a more 
economical operation, the giving of bet- 
ter service to the public and the con- 
struction of necessary additions and 
betterments to the system. The state- 
ment said that one thing was clear, 
namely, that if any improvement in 
the situation was to be made, the price 
paid must not be more than the fair 
value of the leasehold interest. Further, 
it must permit a reasonable fare to the 
car-riding public and it must permit 
repairs to be made to the entire prop- 
erty. Otherwise the very purpose of 
the purchase which the company asked 
to be made would fail of its accomplish- 
ment and neither the public nor the 
street railway would in any way be 
benefited thereby. 


of the Industry 4 


Transit Departure Suggested 


Extension of New York City Rapid 
Transit Lines to New Jersey 
Discussed 


As part of the New York Transit 
Commission’s program to develop spe- 
cial facilities for the tremendous subur- 
ban traffic into New York City, Com- 
missioner Harkness has had a number 
of informal discussions with D. A. 
Garber and his associates on the North 
Jersey Rapid Transit Commission, fol- 
lowed by one joint conference, also in- 
formal, of the two commissions. 

In the discussions with Mr. Garber 
and his associates the suggestion has 
been made and considered that a long 
step in the direction of-earing for the 
New Jersey traffic could be made if the 
present undeveloped capacity of the lo- 
cal tracks of the Interborough Subway 
were utilized. These tracks now ter- 
minate on the East Side Line at City 
Hall Park and on the West Side Line at 
South Ferry. The movement on them 
is generally one way, workward in the 
morning and homeward in-the evening. 


PLAN A LOGICAL ONE 


With, these facts in mind, it has been 
suggested that if the North Jersey 
Rapid Transit Commission should con- 
struct a loop system well back of the 
waterfront on the New Jersey side, 
with tunnel connections to Manhattan 
and the present local track terminals 
of Interborough lines, the Interborough 
service could be extended through these 
tunnels and the loop. By means of 
the loop the various trunk lines reach- 
ing the Jersey waterfront, whose ter- 
minals are now so badly congested, 
could deliver their commuting traffic at 
convenient interchange stations with 
ample facilities and the passengers 
would then be carried directly into 
Manhattan and into the parts of New 
York’s transit system where they can 
be taken care of with the least inter- 
ference with city traffic. 

Mr. Harkness says that at the time 
of these discussions, and with the pres- 
ent lack of expert engineering advice 
at the command of the North Jersey 
Rapid Transit Commission, it has only 
been possible to give such suggestion 


-a superficial -examination, but that the 


suggestion does seem to offer possibil- 
ities that make it worthy of careful 
study. Even though the plan should 
prove feasible from engineering and 
operating standpoints, there are many 
legal and financial obstacles which 
would have to be overcome, but Mr, 
Harkness says that so far it does not 
appear that any such obstacles would 
be insurmountable. Such service would 
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necessarily have to be predicated upon a 
substantial return to the operating com- 
pany and indirectly, therefore, through 
the company, to the city of New York. 
In the discussions with Mr. Garber and 
his associates the point has clearly been 
made that the suggestion must be con- 
sidered absolutely as a business propo- 
sition in which the balances of advan- 
tage must be carefully considered. 

In the discussions with the members 
of the North Jersey Rapid Transit Com- 
mission it was also made clear that the 
New York Transit Commission could 
not commit itself as to the adoption 
of such a plan either by it or by the 
local authorities of the city. The mem- 
bers of the commission did, however, 
state that the plan seems to offer pos- 
sibilities that make it worthy of care- 
ful and thorough study. 


SUGGESTIONS MADE TO LEGISLATURE 


As a step to this end the con- 
nection of the existing rapid transit 
lines in New York City with the 
transportation system in Northern New 
Jersey by tunnels under the Hudson 
River was suggested on Jan. 8 by the 
North Jersey Rapid Transit Commis- 
mission in a report to the New Jersey 
Legislature. The commission declared 
that this seemed the best method of re- 
lieving the present congestion in New 
Jersey suburban traffic and of prevent- 
ing a congestion that might become in- 
tolerable. The report of the North 
Jersey Commission approved in its en- 
tirety the suggestion: made by the Tran- 
sit Commission of New York City. On 
the other hand, residents of Staten 
Island, New York City, are unalterably 
opposed to any extension of New York 
City lines out of the state while they 
are inadequately served. 

In a letter to the New Jersey Cham- 
ber of Commerce, J. J. Mantell, oper- 
ating vice-president of the Erie Rail- 
road, states that company is willing 
to turn over its purely passenger lines 
to a rapid transit company to facilitate 
railway operation or to co-operate with 
the rapid transit company in the con- 
struction of a union station at Croxton 
yards, where passengers could be dis- 
charged from the trains and distributed 
by existing and proposed electric sys- 
tems under the river. 


Provision Made for Pension Plan 
for Interstate Employees 


A service annuity plan that will pro- 
vide pensions for employees retired on 
reaching certain ages has been put into 
effect by the Interstate Public Service 
Company, Indianapolis, operating the 
Indianapolis & Louisville traction line. 
The company now has about 1,145 em- 
ployees in the 104 cities which it serves 
with light, power and railway service. 

The company will make an annual 
contribution to finance the plan. Ad- 
ministration will be in charge of five 
persons, three to be appointed among 
the officers or employees, and the other 
two to be selected by the pepnroee by 
direct ballot. 
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Co-operate for National Christmas 


The electric railway companies in 
Washington co- -operated with the elec- 
trical industry in giving the country its 
first national Christmas tree. In addi- 
tion to helping in other ways, signs 
telling of the lighted tree were carried 
on the front of cars. Here is the way 
the Capital Traction Company sign 
read: 


60-FT. XMAS TREE 
2,500 Lamps Evenings 


DEC. 24—JAN. 1 
White House Ellipse 


President Coolidge threw the switch 
which lighted the tree on Christmas 
eve. The idea of a national Christmas 
tree originated with and was carried 
through by the Society for Electrical 
Development. 


Cincinnati Planning Commission 
Has Extensive Plans Un- 
der Consideration 


Revised plans for the extension of 
the Cincinnati, Lawrenceburg & Aurora 
Electric Street Railroad from the pres- 
ent terminus at Anderson’s Ferry to 
the central section of Cincinnati, Ohio, 
have been submitted to the City Plan- 
ning Commission for approval. The 
route was changed to conform with the 
proposed freight and passenger ter- 
minals to be built by railroads enter- 
ing Cincinnati. 

The route will remain the same from 
Anderson’s Ferry to Evans Street, as 
contemplated in the plans submitted to 
the Council a year ago. That is, the 
line will follow the “Big Four” Rail- 
road’s right-of-way from Anderson’s 


Ferry to Evans Street. At Evans Street 


it will become an elevated structure, 
extending south over the Baltimore & 
Ohio Railroad to Second Street and 
thence along Second Street, from a 
point at approximately Mill Street, to 
Vine Street, thence north to Third 
Street. 

The old plan provided a right-of-way 
from Evans Street over Sixth Street, 
Front Street and Third Street to Vine 
Street. Stanley Shaffer, receiver for 
the interurban company, said that the 
purpose of filing the revised plans was 
tc indicate to the engineers of the Plan- 
ning Commission that the proposed 
route will not interfere with the devel- 
opment of the freight and passenger 
terminals contemplated by the ,rail- 
roads. 

As soon as the plans have been ap- 
proved by the commission, Mr. Shaffer 
will seek consent of the City Council for 
a change in the right-of-way proposed 
in the original ordinance, which has 
been pending in the Council several 
months. It was indicated that as soon 
as the necessary consent has been ob- 
tained an effort will be made to inter- 
est capital in the proposed extension. 

The railway operates from Ander- 


‘son’s Ferry to Aurora, Ind. Under the 
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receiver the property has been greatly 
improved and the road is now meet- 
ing its operating costs. 


More Indictments in Connection 
with Buffalo Dynamiting 


John M. Parker, president of the 
Buffalo local of the Amalgamated, 
Clarence F. Conroy, business agent of 
the Buffalo union of the Amalgamated, 
and three other striking platform em- 
ployees of the International Railway 
were indicted by the special January 
Federal Grand Jury on charges of 
conspiracy in. connection with the 
dynamiting of the Buffalo-Niagara 
Falls train on Aug. 17, 1922, during 
the strike. 

The indictment of Parker, Conroy , 
and Martin McDonough, W. H. Smith 
and William L. Blandell resulted when 
new evidence in connection with the 
dynamiting outrage was presented to 
the Federal Grand Jury by William J. 
Donovan, United States attorney for 
the Western district of New York. 
It is reported that at least twenty-five 
others will be involved in the dynamit- 
ing conspiracy charges. Fourteen 
members of the union, including Robert 
C. Lacey, Buffalo, State Senator, were 
indicted about a year ago. 

When they were arraigned before 
United States District Judge John R. 
Hazel ail the prisoners entered pleas 
of not guilty. 

The trial of those alleged to be 
involved in the dynamiting outrages 
during the strike is docketed to open 
in United States Court on Jan. 15. 
Federal District Judge George S. Mor- 
ris of New Hampshire will preside at 
the trials. 

The specific charge in the indict- 
ments against the union officers and 
members is conspiracy to violate Sec. 1 
of the Sherman anti-trust law in that 
they are alleged to have planned force- 
fully to restrict interstate commerce. 
More than forty passengers were in- 
jured in the wreck which followed the 
dynamiting. 

The government and private de- 
tectives for the International have been 
working on the case for almost two 
years. Rewards totaling $100,000 have 
been offered by the International Rail- 
way for information leading to the 
arrest and conviction of those respon- 
sible for the dynamiting outrages dur- 
ing the strike of 1922. 

So far as the Amalgamated is con- 
cerned the strike of platform employees 
on the local and interurban divisions of 
the International is still in effect. The 
company declared an open shop, broke 
off all contact with the union and has 
been operating cars under the Mitten 
co-operative plan for two years with 
a great deal of success, 

Incidentally the alleged connection 
of State Senator Lacey with the Buffalo 
dynamiting may have an important 
effect on the Democratic legislative pro- 
gram. From Albany comes the state- 
ment that should Mr. Lacey’s presence 
be lost there in connection with the 
progress of the Buffalo case it would 
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mean the loss to the Democrats of the 
majority of one they now have in the 
Senate and would block the adminis- 
tration’s program in the upper house 
unless a special election were called 
and a Democrat elected in his place. 


Negro Appointed Member of 
Illinois Commerce Commission 


‘Edward H. Wright of Chicago was 
recently appointed by Governor Small 
a member of the Illinois Commerce 
Commission. Mr. Wright, a negro, is an 
attorney and has for several years been 
recognized as an influential political 
figure in the Second Ward of Chicago, 
which represents a very strong negro 
vote. He has been closely identified 
with the Thompson-Lundin-Small polit- 
ical group, and his appointment has 
been looked on by people of Chicago 
as a strong bid by Governor Small for 
the negro vote of Chicago and the State. 

Mr. Wright succeeds Alexander J. 
Johnson, who was made insurance com- 
missioner to replace Thomas Houston. 
The latter is reported to have resigned 
because of political interference in his 
department. 

(Mr. Wright has been closely asso- 
ciated with the Thompson régime in 
Chicago for eight years. He was assist- 
ant corporation counsel and was also 
retained for a time as a special attorney 
for the city. In this latter capacity he 
is reported to have received consider- 
able sums from special appropriations 
which were paid as expert fees. This 
has been the subject of considerable 
discussion and controversy in Chicago. 


Providence Employees Accept 
Five-Cent Increase 


By a vote of 1,307 to 387, the em- 
ployees of the United Electric Railways, 
Providence, R. I., have decided to accept 
the new wage and working agreement, 
giving the men an increase in wages 
of 5 cents an hour. The new agree- 
ment replaces that which expired on 
Oct. 31, 1923, and will continue in effect 
until Oct. 31, 1924. Besides the ad- 
vance of 5 cents an hour it increases 
the time guaranteed “spare men” from 
six and a half to seven hours a day 
and approves some changes in working 
hours. 

Under the new agreement conductors 
and motormen will be paid 56 cents an 
hour for the first three months of 
service, 58 cents for the next nine 
months, and 61 cents after the first 
year. Operators of one-man cars will 
receive 5 cents an hour in excess of 
the rate paid on two-man cars. Oper- 
ators on snow plows, men in the 
freight and express departments and 
trainmen who are engaged on some 
specified special work will receive pay 
slightly in excess of the regular plat- 
form wages. 

When the agreement under which the 
employees had been working expired on 
Oct. 31, it was decided between the 
officials of the two organizations that 
the men should continue under the old 
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agreement until the new one should be 
drafted and accepted by both parties to 
the contract or definitely rejected by 
one of them. 

The agreement drawn up by the union 
called for an increase of 19 cents an 
hour for platform men. The company 
refused to consider the demands and 
suggested that the entire matter be 
settled by arbitration. After about two 
weeks of a deadlock the company con- 
sented to meet the union representa- 
tives in conference, with the result that 
the entire matter has been terminated 
in conference. 


Old Age Pension Plan for 
Ashland Employees 


The Lake Superior District Power 
Company, Ashland, Wis., has announced 
a service annuity or old age pension 
plan which became effective Jan. 1, 
1924. A year ago. at Christmas time 
the company started its welfare plan 
by giving insurance polices to its em- 
ployees. This Christmas these policies 
were renewed and increased in amount. 
Besides insuring the lives of its elec- 
tric, gas and electric railway employees 
the company now insures independence 
in old age for its loyal employees. 

Briefly, this plan provides for the 
retirement of men employees at the 
age of sixty-five and women employees 
at the age of sixty and for the retire- 
ment, under certain conditions, of men 
employees at sixty and women at fifty- 
five years of age. The amount of pen- 
sion paid is in proportion to the length 
of time that the employee has been in 
the service of the company and the 
average salary during this period. The 
plan is administered by a board of five 
trustees, all of whom are officers or 
employees of the company. 


Experts Employed to Help Solve 
Los Angeles Traffic Problems 


The Los Angeles Traffic Commission, 
anxious to obtain relief from the traffic 
congestion there, has engaged experts 
and engineers to institute a survey and 
plan a traffic system for the metro- 
politan area—Los Angeles and environs. 

The engineers engaged are Frederick 
Law Olmstead, Boston; Harland Bar- 
tholomew, St. Louis; C. H. Cheney, 
Los Angeles, and E. O. Mills, St. Louis; 
also Major R. F. Kelker, Jr., Chicago. 

Major Kelker spoke at the Traffic 
Commission’s last meeting in regard to 
mass transportation, with particular re- 
lation to the transporting of passengers 
by standard transit lines. He expressed 
the fear that it would be long before Los 
Angeles could afford to construct sub- 
ways, which would cost up to $5,000,000 
a mile. He recommended studies re- 
garding the feasibility of using open 
cuts as a solution for outlying areas 
from 3 to 5 miles. 

He stated that the favorable climate 
of Los Angeles made a facility of this 
kind available, whereas in many other 
localities such construction was not 
efficient. He further suggested that 
concrete elevated transit structures be 
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carefully considered by Los Angeles 
authorities, although he refrained from 
any definite recommendation as he had 
been in the city only a few days and 
had not,completed a thorough study of 


this phase of the traffic relief plans of | 


the commission. 


Henry E. Ehlers New Transit 
Director in Philadelphia 


Henry E. Ehlers, assistant engineer 
of the Pennsylvania Public Service 
Commission, on Jan. 3 was appointed 
Director of the Department of City 
Transit of Philadelphia by Mayor-elect 
Kendrick. He succeeds in this capacity 
W. S. Twining. ay 

In 1914 Mr. Ehlers went to Harris- 
burg as a draftsman in the engineering 
department of the Public Service Com- 
mission. He ‘advanced rapidly, being 
appointed assistant engineer to the 
commission, and his ability was so con- 
spicuous that W. D. B. Ainey, chairman 
of the Public Service Commission, in- 
dorsed Mr. Ehlers for appointment to 
the transit department. - 

Mr. Ehlers is thoroughly familiar 


with Philadelphia’s transit problems, 


particularly from an engineering view- 
point. He is a former director and 
treasurer of the Engineers’ Club of 


Philadelphia, a former president of the | 


Engineers’ Society of Pennsylvania and 
a member of the American Society of 
Mechanical Engineers. Mr. Ehlers was 
born in Philadelphia, forty-four years 
ago, and after his education at the 
Northeast Manual Training School and 
the engineering department of the Uni- 
versity of Pennsylvania, he served: for 


twelve years as professor of experi- 


mental engineering at the university 
and for two years was mechanical engi- 


neer of the New York Shipbuilding 


Company, part of which time he spent 
at sea. 
In view of the fact that during the 


next four years the incumbent of the — 


office of the Department of Transit will 


be responsible for the expenditure of — 


millions of dollars in extension of tran- 


sit development in the city of Phila- | 


delphia, the post is a very important 
one, over which Mayor Kendrick spent 
much time 
prospects. 
The man who was considered along 
with Mr. Ehlers to fill the position was 
Solomon M. Swaab, engineer of the 
Keystone State Construction Company, 
who has been appointed as consulting 
engineer to the Mayor. This is an 
entirely new office, but it will permit 
Mr. Swaab to work with the transit 
director and at the same time be in a 
position. to use his engineering skill 
in advising on other problems. 
Swaab has been connected in a re- 


sponsible capacity with the construction — 


of nearly every big public project in 
Philadelphia 
years. 
Rapid Transit Company in charge of 
the design of the city subway system 


and later on the construction of the 


Market Street subway. 


in consideration of the ~ 


Mr. — 


in the last twenty-five — 
He was with the Philadelphia — 


“| 


January 12, 1924 


HREGCDRIC. RAILWAY JOURNAL 


81 


ee ———heeeh 


Bus a Traction Adjunct 


President McCarter Says System of the 
Future Will Be a Combination of 
Cars and Buses Under One 
Management 


The bus is not a substitute but is a 

_ valuable ally to the electric railways. 

~The electric railway still is and will 
continue to be the main dependence of 
any system of local transportation. 

These are opinions expressed on Jan. 
8 by Thomas N. McCarter, president 
of the Public Service Railway of New 
Jersey. They were pronounced by 
him in a lecture under the Cyrus Fogg 
Brackett foundation to the students of 
the Green Engineering School of Prince- 
ton University. ; 

Mr. McCarter said that in these days 

of organization, in these times when the 

social habits of the nation make co- 
operation a necessary part of an effort 

_ to provide for public welfare, there can 

be no greater folly than to leave the 

: provision of adequate local transporta- 

tion to the mercy of individual pur- 
veyors, interested only in the profits 

_ that they can make. 

As Mr. McCarter sees it the develop- 
ment of the bus has brought into being 
another transportation facility, but it 
has not changed the requirements for 
transportation or altered the necessity 
for transportation systems that shall 
provide service for communities as a 
whole and play their due part in build- 
ing up those communities in the way 
that shall provide the maximum of con- 
venience and comfort for the people. 
Mr. McCarter said: | 


The electric railway is still and will con- 
tinue to be the main dependence in any 
transportation system. To injure it, to de- 
_ stroy it by competition, is to deprive the 
_ public of its most essential transportation 
facilities and leave no adequate substitute. 
; The bus is not a substitute, it is an adjunct. 
It should not be made an enemy, but an 
ally. Electric railway and bus in co-ordi- 
nation can furnish the people of this coun- 
try with local transportation fitted to pub- 
) lie needs and the transportation system 
_ of the future will be a combination of cars 
_ and buses under the same management, 
i each occupying the field for which it is 
best suited. 
_ It is the present and not the future of 
the electric railway industry which gives 
the cause for concern. Local, transporta- 
_ tion, as I have defined it, will always be 
necessary in this country and can always 
be most efficiently and economically con- 
ducted through privately-owned transpor- 
tation companies. And this being so, then 
eventually government and companies, pub- 
lie and operators will arrive at a modus 
vivendt, under which the “best possible 
Service” shall be furnished at the lowest 
“possible cost.’ : 
" But, in the meantime, the most careful 
consideration of the public, the best efforts 
of those in charge of and those connected 
with the properties, the honest and un- 
_ biased assistance of the industry, are needed 
restore it to a condition of economic 
_ Stability and to put it in a position where 
i cen attract from the thrifty people of 
€ nation the capital it needs for its 
expansion and betterment. 


Mr. McCarter argued that govern- 
ment or municipal ownership of elec- 


tric railways is less satisfactory than 
private ownership. He said in this con- 


nection: ) 

We hear much of the municipally oper- 
ated tramway system of Glasgow, and it is 
deed an efficiently and economically oper- 
ated property, but the part that it has 
Pa in community development is strik- 

y 


Pi the 
America. 


privately-owned companies of 


small in comparison with that taken 


Compare the service given to Glasgow 
and its suburbs with that given to Newark 
and its suburbs. The Glasgow system pro- 
vides 200 miles of track to serve a_ pop- 
ulation of 1,300,000, or a mile of track for 
each 6,500 people; Newark and its subur- 
ban communities have 215 miles of track 
to serve a population of 652,000—a mile 
for each 3,032 people. 

Private initiative, based upon hope of 
individual reward, if you like, has put at 
the command of American cities local trans- 
portation systems which have raised the 
opportunities for healthful and comfortable 
living to a high level. Municipal owner- 
ship and operation in the United Kingdom 
has been content to meet existing condi- 
tions. It has lacked initiative, and in con- 
sequence has contributed much less toward 
civic development: 


Dorchester Tunnel Extension Plan 
Accepted by Boston Elevated 


The directors of the Boston Elevated 
Railway have accepted Chapter 480 of 
the Acts of 1923, under the authority 
of which the Dorchester tunnel is to 
be extended to a point south of Colum- 
bia Road, thence, on private right-of- 
way, parallel to the tracks of the Old 
Colony Division of the New York, New 
Haven & Hartford Railroad to Harrison 
Street, and thence over the Shawmut 
branch of that railroad, to a transfer 
terminal in the vicinity of Peabody 
Square. Trains of surface cars will be 
operated over the remainder of the 
branch to the present railroad station in 
Mattapan. 

The City Council promptly accepted 
the act and the board of trustees of 
the Elevated have for some time been 
urging the directors to do likewise. 
The directors, however, felt that, as 
$1,000,000 of new capital for cars and 
other equipment would be made neces- 
sary to carry out this enterprise, and 
no way of raising this capital has yet 
been found, careful consideration must 
be given the matter. 

The directors, in announcing their 
decision to Chairman Jackson of the 
board of public trustees, said: 


In view of the financial situation of the 
company, the directors have been very re- 
luctant to accept the act for the extension 
of rapid transit facilities in Dorchester. 
This extension will not only call for a sub- 
stantial additional capital expenditure, but 
is also likely to result in operating losses. 

The directors understand that the present 
floating indebtedness of the company 
amounts to approximately $4,000,000, and 
that this amount is likely to be substan- 
tially increased in the future by reason of 
coemmitments for further capital expendi- 
tures, The directors know of no securities 
which the company is free and able to place 
at the present time for the purpose of rais- 
ing new capital, except about $500,000 of 
additional bonds, although they understand 
that the trustees propose to ask the legis- 
lature for authority to issue something like 
$2,000,000 additional bonds against _ the 
premiums paid in on the stock of the West 
End Street Railway. 

While the directors, in view of all the 
circumstances, have voted to accept the act 
in question, they think it only fair to state 
that it is doubtful whether they will be will- 
ing to consent to any further extensions or 
additions involving capital expenditures, so 
far as their consent is necessary, unlss 
Some satisfactory method is found for pro- 
viding the necessary money for such ex- 
penditures. 


The annual report of the board of 
trustees to the Legislature shows that 
for the proper development of this 
system there will be required from 
$10,000,000 to $15,000,000 of new capital 
within a few years, and emphasizes the 
need for some action to permit of this 
financing. 


‘about $1,250,000. 


Names of Buffalo Trial Staff 
Members Announced 


H. G. Tulley, president of the Inter- 
national Railway, Buffalo, N. Y., an- 
nounces that the new trial staff 
appointed by J. J. K. Caskie, general 
attorney in charge of negligence and 
litigated cases, will consist of the fol- 
lowing members: 

Raymond C. Vaughan, chief of trial 
counsel of the recently organized firm 
of Rann, Vaughan, Brown & Sturte- 
vant. Mr. Vaughan is also the chief 
trial attorney for the New York Central 
Railroad in the Buffalo district. 

Gordon Steele, of the firm of Bots- 
ford, Lytle, Mitchell & Albro. 

Olin T. Nye, formerly of the firm 
of Penney, Killeen & Nye. 

Selby G. Smith, of the firm of Kent, 
Means & Smith. 

Frederic R. Twelvetrees, formerly 
associated with Penney, Killeen & Nye. 

Hobert L. Himes. 

Joseph J. Kelly and Robert E. Miller, 
of the firm of Kelly & Miller, formerly 
associated with Locke, Babcock, Spratt 
& Hollister. E 

The negligence cases in Niagara and 
adjoining counties will be tried by 
Clarence R. Runals of the firm of Cohn, 
Chormann & Franchot, Niagara Falls. 

A similar system of handling negli- 
gence claims and litigated cases is in 
effect with the Mitten Management in 
Philadelphia. 


Electrification Project in Texas 
to Proceed 


Materials have been ordered and con- 
struction work will start at once on 
the electrification of the Missouri- 
Kansas-Texas Railway’s line from Dal- 
las to Denton, Tex., a distance of 47 
miles. The electrification is to be done 
by the Dallas Railway and allied in- 
terests in fulfillment of a commitment 
made in 1917 when the local railway 
franchise in Dallas was granted to the 
Strickland-Hobson interests. 

Electrification of the M.-K.-T. branch 
line has been held up for nearly a year 
on account of litigation brought by 
property owners on Fairmount Street, 
along which the Dallas Railway pro- 
posed to lay tracks for the new inter- 
urban line to enter the city. This 
litigation the company has won. 

The Dallas-Denton line, or the elec- 
trified Katy, as it is now coming to be 
known, is regarded as a link in the 
proposed interurban line that will 
eventually connect Dallas and Wichita 
Falls. Funds had been raised and sur- 
veys of proposed routes completed for 
this line, when financial stringency of 
the war period made further financing 
impossible. Since that time the project 
has been permitted to remain dormant. 

Richard Meriwether, vice-president 
and general manager of the Dallas Rail- 
way and president of the Texas Inter- 
urban Railway, is in charge of the 
electrification of the Dallas-Denton line. 

The electrification project will cost 
It is expected that 
the work will be completed next fall. 
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Hollywood Subway 
Sanctioned 


California Commission Has Approved 
$3,800,000 Outlay by Pacific Elec- 
tric Railway in Los Angeles 


The Pacific Electric Railway, Los 
Angeles, announces it will begin work 
on its proposed Hollywood rapid transit 
subway, before the expiration of the 
sixty-day time limit affixed by the Cali- 
fornia State Railroad Commission in its 
order just issued. The plan calls for 
the construction to commence at Hill 
Street Terminal. The line will come to 
grade at Glendale Boulevard and First 
Street. 

The commission granted a permit to 
the railway in the form of an order 
directing the company to commence its 
Hill Street terminal subway, making 
the order effective ten days from Dec. 
18, the date of issuance. The commis- 
sion orders work to start within sixty 
days and to be completed by March 1, 
1925, unless an extension is granted 
for good cause, according to the text of 
the permit. It is anticipated construc- 
tion will be completed within eighteen 
months. 

The proposed subway 
mately 1 mile in length. It will cost 
about $3,000,000. The expenditure for 
the required right-of-way will represent 
an outlay of $800,000. 

Futile efforts were made by the Los 
Angeles Traffic Commission, the rail- 
way and other civic bodies to have the 
terminal of the subway extended to 
Pershing Square, a city park, one block 
south of the railway company’s Hill 
Street terminal. The idea was to 
establish at Pershing Square a central 
terminal from which other subway 
branches could ultimately radiate. The 
Railroad Commission studied the ad- 
visability of locating the terminal under 
Pershing Square rather than at the 
originally-proposed Hill Street terminal, 
but the board of engineers failed to 
agree as to the logical site. The chief 
engineer of the commission reported 
there was little hope of an agreement 
being reached and in order to avoid 
delay he recommended construction of 
the subway as originally planned. The 
Railroad Commission issued its order 
in the hope of relieving the present de- 
plorable traffic conditions in Los 
Angeles. 

The subway, when completed and in 
operation. will give the Hollywood dis- 
trict rapid transit and shorten the 
running time to the Glendale district 
and other points in adjacent San Fer- 
nando Valley sections that are served 
by the Pacific Electric interurban lines. 
The subway will relieve traffic conges- 
tion to a great extent in the busy sec- 
tions of Los Angeles where Pacific 
Electric interurban and local trains 
operate through and out of the city on 
Sixth Street as well as Hill Street. 
Approximately 1.100 cars a day will be 
removed from Hill Street that serve 
the Hollywood district and 915 trains 
a day from Sixth Street, that operate 


is |approxi- 
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between Los Angeles, Glendale and 
Burbank territory. 


The Railroad Commission in issuing 


‘its permit pointed out that should the 


City Council and the Board of Public 
Utilities of Los Angeles withdraw their 
opposition to Pershing Square as a 
central subway terminal, the additional 
cost to the railway to extend its sub- 
way from the Hill Street terminal to 
the Square would be $1,160,000. 

The Hollywood subway of the railway 
was ordered to be constructed by the 
Railroad Commission two years ago, 
when the commission authorized the 
Pacific Electric Railway to increase its 
rates. In fact the increase in fares 
between Los Angeles proper and Holly- 
wood territory was made conditional on 
the construction of the subway to pro- 
vide rapid transit to the various com- 
munities affected by the rate increase. 


Ottawa Franchise Approved 
by Voters 


The voters of the city of Ottawa, 
Ont., by a vote of two to one on Jan. 7 
passed the new franchise agreement, 
whereby the Ottawa Electric Railway 
will charge a 5-cent fare for five years, 
with the Sunday and limited tickets 
discontinued. 

In 1921 the property owners voted 
two to one against the purchase of the 
Ottawa Electric Railway. In 1922 the 
electors at large rejected service-at- 
cost and municipal ownership and voted 
for a contract along the lines of the 
present franchise. 

In 1923 the company made two offers 
to the city—one of which was called 
“service-at-cost,” but was in reality a 
partnership agreement, the other being 
an offer to sell. Both offers were re- 
jected. 

At the election just held an agree- 
ment such as the voters asked for in 
1922 was put up to the people. ,Besides 
retaining and guaranteeing the 5-cent 
fare for five years the agreement binds 
the company to the construction of 17 
miles of track and the purchase of 
forty-seven passenger cars at an out- 
lay of $1,500,000. 

Negotiations looking toward a settle- 
ment of the franchise question in 
Ottawa have been in progress since last 
August. On Aug. 10 the Mayor wrote 
to the company asking under what 
agreement it would undertake the 
Feustel improvements and extensions. 
The company submitted a proposal with 
certain changes which were summarized 
in the ELmcTric RAILWAY JOURNAL, 
issue of Dec. 8, 1928. 

The Ottawa company pointed out 
that under the old agreement the city 
had the right to buy the railway in 
August, 1923, but the city declined. 
The old agreement provided that thé 
city might buy at the end of any five- 
year| period after August, 1923, the 
price to be set by a board of arbitration. 
Under the new agreement the city still 
has the right to buy at stated periods 
and under the same terms. 
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Assessment Against Property 
Owners for City’s Purchase 
of Railway Illegal 


The full bench of the Supreme Court © 
of Massachusetts has decided that an 
assessment made by the Mayor and City 
Council of Attleboro upon land of prop- 
erty owners in that city for the cost 
of purchasing the Norton, Taunton & 
Attleboro Street Railway was unwar- 
ranted and illegal, and that Lewis S. 
Chilson and other citizens of Attleboro 
are entitled to have the proceedings 
reviewed. 

Under a special act of the Legislature 
of 1919 the city of Attleboro, in con- 
junction with Taunton, Norton and 
Mansfield, exercised an option under the 
statute and purchased the bonds and 
stocks of the railway. The share of 
the cost to Attleboro was $30,000. 


Chief Justice Rugg, who wrote the | 


opinion, Says that it was in no sense 
an acquisition, under the power of 
eminent domain or by immediate pur- 
chase of the franchise, rights and 
properties of the railway under the 
authority conferred by Section 2 of the 
act. The corporate entity of the rail- 
way continues without interruption or 
alteration. The stockholders and cred- 
itors have changed. The corporation 
itself remains unchanged. 

In its decision the court said in part: 

Subsequently the City Council of Attle- 
boro laid an assessment upon the lands of 
the petitioners and others. The only author- 
ity for betterments was a clause that “In 
case the said cities and towns . . shall 
purchase or take and operate the said street 
railway . . . a portion of the purchase 
prite, not exceeding 50 per cent paid by 
any city or town, may be assessed upon the 
owners of estates in such city or town spe- 
cially benefited thereby. . . 

The assessment of a substantial part of 
the cost of an investment by a municipality 
in stocks and bonds of a private corpora- 
tion forms a noval basis for a betterment 
assessment. Such an investment partakes 
of a private, business adventure. The cor- 
poration may sell its property to or consoli- 
date with other companies under certain 
conditions. A receiver: may sell all its 
property. In other ways it may be that 
financial reverses would wipe out the in- 
vestment. The entire control of the street 
railway is left to the corporation and re- 


mains under the direction of its governing 
officers. 


$362,998 Deficit Under Five-Cent — 
Fare in Jersey in November 


The Public Service Railway of New 
Jersey had a deficit of $362,998 for 
November, 1923, the second month of 
operation under the 5-cent fare, accord- 
ing. to a report filed with the State 
Board of Public Utility Commissioners 
on Jan. 10. There was a deficit of 
$8,911 for November, 1922, under the 
8-cent fare. It will be recalled that the 
company filed a petition for a 10-c2nt 
cash fare, but that the commission sug- 
gested operation at a 5-cent fare for 
an experimental period of four months. 

The revenue from transportation was 
$1,754,246, compared to $2,036,601 in 
November, 1922. Total operating in- 
come was $79,692 against $416,024 in 
November, 1922. Operating expenses 
were $1,523,466 against $1,462,540 for 
the same mor.th of 1922. 
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Three Men Make Good Showing.—A 
record of 102,000 miles without a single 
accident was established during 1923 by 
three trainmen on the city and inter- 
urban systems of the Wisconsin Public 
Service Corporation, Green Bay. The 
men made no accident reports whatever 


‘and in addition to having clear records 


were honored with a number of “D” 
eredits, given for avoiding near acci- 
dents. 

Lease Approved.—The Public Util- 
ities Commission has approved the 
lease by the Connecticut Company to 
the New York & Stamford Railroad of 
a track in Stamford, Conn., extending 
to the New York state line. The lease 
is for five years at $10,000 a year. 

Mr. Nash Lecturing on Public Utility 
Economics.—L. R. Nash, manager of 
public relations Stone & Webster, Inc., 
Boston, Mass., has been conducting a 
university extension course in public 
utility economics before about 200 em- 
ployees of the Boston Elevated Rail- 
way. The course is being repeated for 
members of the Stone & Webster or- 


_ ganization and representatives of a 


number of affiliated banking houses. 
Mr. Nash plans to compile and publish 
all the Teeetes that are associated with 
the course. 

Appeals Decision.—The United States 
Collector of Customs at Buffalo has 


_ taken an appeal to the United States 


Circuit Court of Appeals from the deci- 
sion of Federal Judge John R. Hazel 
in Buffalo granting a permanent injune- 
tion to the International Railway in its 
action to have the customs department 
maintain inspectors on the Upper Steel 
Arch Bridge across the Niagara gorge 
at Niagara Falls Sundays and holidays 
se as to facilitate the transportation of 
Passengers over the Park & River divi- 
sion of the International. The customs 
collector threatened to withdraw in- 
spectors ‘and close the bridges at 
Niagara Falls and Lewiston Sundays 
and holidays unless the railway paid 
the overtime wages of the Federal in- 
spectors. The decision of Judge Hazel 


forces the customs department to pro- 


vide inspectors at all times so as. to 
_ keep the bridges between the American 


_and Canadian sides open to the public. 


Mayor Urges Railway Purchases.— 


_ Mayor Rolph of San Francisco, Cal., in 


his inaugural message has reiterated 
his stand in favor of' the purchase by 


_ the city of the Market Street Railway 


; Will Name Arterial Highways.—In 


_ properties and their amalgamation with 
_ the municipal lines. 


rder to speed up traffic, the Kansas 


i City, Mo., Safety Council is preparing 


i list of a number of thoroughfares, 


to be known as arterial highways, 


where all crosstown traffic will have to 
come to a full stop before attempting 


to cross or enter such a highway. In 
order to test out this plan only a few 
of the most traveled thoroughfares 
Tunning north and south will be named 
5 the original ordinance. More may 
be added later if the plan proves a 


success. 
‘ ; 


Foreign News 


English Railway Electrification 
Progresses 


Plans are now being carried out ac- 
tively for the electrification of large 
additional sections of the suburban rail- 
ways in the vicinity of London, form- 
ing part of the Southern Railway. This 
company was formed about two years 
ago as one of the great amalgamations 
of British railways. It comprises the 
railway companies formerly known as 
the London & Southwestern, the Lon- 
don, Brighton & South Coast and the 


- Southeastern & Chatham. 


Each of these companies had electri- 
fication schemes for suburban lines in 
prospect, two of them for extensions, 
and the third, the Southeastern, for an 
initial installation. For the South- 
western section plans have been ap- 
proved for the extension of the electri- 
fication to Guildford and Dorking. This 


Holborn Viaduct 
Ludgate Hil! 


lowing estimates of the cost of elec- 
trification have been made public: 


LONDON, BRIGHTON & SOUTH COAST 
SECTION 
TiNSy SQUIPMMEME saace acoA oherelace appiedres « £276,600 
Motors and trates; ccsiciereraunie sien 395,000 
SOUTH BASTERN SECTION 
Conductors and vais.) ciuepetelsie.« 3 £786,000 


Electric equipment of stock....... 730,000 
Substations and dec. feeders...... 720 000 
Conductor rails and track bonding. 515,000 
Electric light and supply system... 200,000 
High-tension feeders............. 315,000 
Repairs stomstatlons yer sreers eters 300,000 
NG@W Gar (Sheds cc vcren awneeetoneterstel ove 6 100,000 
Repair and inspection shops....... 110,000 


Signaling, permanent way, 
AZCs CEC malskel mol ra oR eM eres ieee 324,000 


SOUTH WESTERN SECTION 
Extension to Guildford and Dork- 
ing £840,000 


British Trackwork for Glasgow 


Departing from the policy which has 
been pursued previously to give orders 
to the lowest bidders, Glasgow Town 
Council on Dec. 13 decided that a con- 
tract for special trackwork should be 
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Electrification Under Way or in Operation in Vicinity of London, England, 
on the Southern Railway 


work, along with that on the other sec- 
tions, will cost about £5,000,000 and it 
is intended that it will be completed by 
the end of 1925. The arrangements 
will provide for carrying on the elec- 
trified lines 200,000,000 passengers per 
annum. 

The London, Brighton & South Coast 
section is carrying on the conversion of 
more suburban lines, which will be elec- 
trified with an overhead contact line on 
the single-phase system, whereas the 
others will all be direct current with 
the third rail. 

Work on the Southeastern conversion 
is only beginning, its lines hitherto hav- 
ing been operated exclusively by steam 
power. 

Altogether the Southern Railway has 
at present 85 route-miles (248 miles of 
track) of electrified lines, which will be 
increased to 145 miles of route involv- 
ing 358 miles of single track. The fol- 


awarded to Hadfield, Ltd., Sheffield, for 
the sum of £9,794, although the tender 
received from the United States Steel 
Products Company was £8,568. The 
tramways committee had by a majority 
recommended that the United States 
company’s tender should be accepred. It 
was contended that, especially in view 
of extensive unemployment, the work 
should be carried out in Britain. 


Reversible Tramcar Staircase.—The 
Metropolitan Electric Tramway Com- 
pany, London, is conducting experi- 
ments with a new reversible staircase 
for its double-deck cars. This is so 
constructed that the conductor can turn 
it round at each terminus, so that both 
front and rear staircases face the near 
side of the car. Tests show that an 
interchange of passengers can be made 
in half the time which would be taken 
in the case of an ordinary car. 
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Financial and Corporate 


Elevated Collateral Sold 


Noteholders of the Chicago Lines Come 
Into Possession of Property 
Under Foreclosure 


The common stock of the Chicago 
Elevated Railways’ collateral trust, 
which controls the four elevated lines 
in Chicago, was bought at public sale 
on Jan. 5 by a committee representing 
holders of $14,000,000 of notes, which 
have been in default for several years, 
and for which the common stock was 
collateral. 

The effect and possibilities of the 
sale have been set down as follows: 


1. The Chicago elevated lines will be con- 
solidated into a new corporation, controlling 
both ownership and operation, scaling 
down capitalization $34,700,000, from about 
$121.895,000 at present to $87,196,500, by 
wiping out the old Chicago Elevated Rail- 
ways preferred and common shares. Those 
have a par value of about $40,000,000, but 
market value of only a small fraction of 
that. 

2. Control will pass to the Commonwealth 
Edison Company interests as the largest 
stockholder. The new corporation will have 
$20,329,500 common stock at par value. Of 
that stock the Commonwealth Edison Com- 
pany. will receive a considerable part in 
satisfaction of bills for electric power. 

3. Facilitation of unification of both ele- 
vated and surface lines if the city wishes 
to purchase both. 


The noteholders’ representative was 
the only bidder for the common stock 
of the Chicago Elevated Railways col- 
lateral trust. 

Since the noteholders’ reorganization 
plan was announced several months 
ago, groups of old preferred stockhold- 
ers several times have attempted to 
block operation of the plan. The final 
litigation was disposed of recently. Cir- 
cuit Judge Hugo M. Friend denied a 
petition for a receiver and refused to 
intervene in the sale of the common 
stock. Previously, another group of 
stockholders had obtained from Judge 
Friend an injunction against the sale, 
but the Illinois Appellate Court re- 
versed the order and pronounced the 
sale legal. 


TROUBLE TEN YEARS OLD 


In reviewing the affairs of the ele- 
vated Lines the Chicago Tribune said 
that the financial difficulties of the 
roads date back nearly a decade. In 
1914 the Chicago Elevated Railway col- 
lateral trust sold the $14,000,000 issue 
of notes and pledged its common stock 
as collateral. The notes were extended 
on maturity to July 1, 1919, but since 
that time they have been in default, 
both as to principal and interest. 

When the elevated lines admitted in- 
ability to pay off this indebtedness, a 
noteholders’ protective committee was 
formed, but the noteholders took no 
action until last year. Then they 
formulated a reorganization plan and 
obtained permission from the Illinois 
authorities for a consolidation. 

The capitalization of the new con- 
solidated corporation will consist of 


$46,704,000 underlying mortgage bonds, 
$1,600,000 of first lien and refunding 
mortgage bonds, $18,563,000 of adjust- 
ment debenture bonds and $20,329,500 
of common stock. The underlying bonds 
will go to holders of the old underlying 
securities, while the rest of the new 
securities will be apportioned among 
holders of the old junior securities as 
set forth in the reorganization plan, 
made public last summer. The total 
capitalization of the new elevated cor- 
poration would be $87,196,500. 

The property value of the constituent 
companies was set at $89,514,932 for 
rate making purposes by a valuation 
of the Illinois Public Utilities Comumis. 
sion on June 30, 1919. 


Merger of Coast Companies 
in Jersey Proposed 


Application has been made to the 
Board of Public Utility Commissioners 
of New Jersey in behalf of a syndi- 
cate composed mostly of men from 
the Central West to bring together 
under one management four traction 
companies, an electric light company 
and a water company in New Jersey. 
H. S. Clark, president of the Indiana 
Power Company and head of the group, 
said that the Eastern Power Company 
would be the parent body. The parent 
company would combine the Atlantic 
Coast Electric Light Company and the 
New Jersey Water & Light Company. 
The trolley lines to be merged are the 
Seashore Electric Railway, the West 
End & Long Branch Railway, the Sea- 
coast Traction Company and the As- 
bury Park & Sea Girt Railroad. The 
organizers plan to refinance these con- 
cerns by issuing’ bonds to retire out- 
standing obligations of about $4,332,000 
and to furnish about $500,000 new cap- 
ital for expansion. 


Five Months Operation Shows 
Deficit 


The Interborough Rapid Transit Com- 
pany, New York, N. Y., for November 
reports a balance of $220,277 after de- 
ducting the 4 per cent dividend on the 
Manhattan Elevated stock and all other 
charges except the sinking fund on the 
first mortgage 5 per cent bonds which 
does not become operative until July 1, 
1926, but which must be deducted from 
the earnings of the system before ar- 
riving at the sum available for divi- 
dends on the Manhattan stock. The 
company for the five months ended 
Nov. 30, 1923, showed a deficit of $853;- 
490. The company reports a total rey- 
enue of $22,919,307, from which was 
subtracted $16,097,103 for operating ex- 
penses, taxes and rentals paid the city 
and $1,275,270 for maintenance in ex- 
cess of contractual provisions. Fixed 
charges amounted to $5,400,421. 


' franchises. 
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Refunding Refused 


Foreclosure and Reorganization 
United Railways, St. Louis, May 
Follow Court Action 


United States District Judge Faris of © 
St. Louis on Jan. 2 denied the petition 
of Rolla Wells, receiver of the United 
Railways, for permission to issue 
$4,100,000 of receiver’s certificates to 
retire a similar sum of general mort- 
gage 4s and prevent the entire issue of 
$30,000,000 of general 4s from going — 
to default. 


FORECLOSURE AHEAD 


of 


The decision of the court virtually 
forces an immediate reorganization of 
the railway through foreclosure pro-— 
ceedings of bondholders. In denying 
the petition of the receiver Judge Faris 
overruled former Judge Henry Lamm, 
special master, who had recently recom-' 
mended that issuance of the certificates — 
be authorized. Mr. Lamm in his report 
held that a year’s interval would give 
the company time in which to work 
out its differences with the city as to 
valuation and mill taxes and probably — 
permit it to obtain suitable franchise 
extensions. 

In touching on these points Judge 
Faris said: 

As to the question of a franchise—the 
people must ride or walk, and until aerial 
navigation is perfected they must use the 
streets. If there is a necessity for street 
ears, it is incumbent on the city to grant 
If the future demands a change 
in the mode of transportation the fact that, 
on existing streets, the company had a - 
franchise for 100 years, will afford small 
consolation to stockholders or bondholders. 
They will be in the same position of the 
man who was fully and _ fashionally 
equipped sartorially, but had no known | 
destination. 

In reviewing the situation as to the 
$30,000,000 of general 4 per cent bonds 
soon to be in default, Judge Faris 
pointed out that no provision had been 
made for the $6,500,000 of St. Louis & 
Suburban bonds, the holders of which | 
instituted foreclosure proceedings on 
Nov. 6. The Suburban bondholders — 
have asked for a separate receivership ~ 
and segregation of the Suburban prop- — 
erty from the United Railways. The — 
court said: J 

It is difficult to see how foreclosure can 
be avoided inasmuch as the Suburban bonds ~ 
are already in default. 

Foreclosure of the Suburban bonds might 
result in segregation of the Suburban:sys- 
tem. Such segregation might be financially : 
helpful to some interests, but it could not — 
be helpful to the public. 

If incurable defaults are to happen, it 
is only fair to permit them to happen to all, 
so that the remedies can proceed on an — 
even tenor. 

Judge Faris added that he was not 
convinced that the company was in — 
danger-of great loss through early fore- 
closure and reorganization. 3 

The court has since taken under j 
consideration a plan to merge all fore- 
closure suits filed against the United 
Railways and it is expected he will set 
a special day on which to hear argu- 
ment on that point. 

A motion to consolidate the various 
suits was filed with the court on behalf 
of the company by former Judge Henry © 
S. Priest, its counsel. He contended 
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that this plan would facilitate all of 
the litigation and effect a financial sav- 
ing for all concerned. 

The only foreclosure so far filed 
affecting the issue of $30,000,000 gen- 
eral mortgage United Railways 4s was 
brought by an individual who holds 
$4,000 par value of the bonds. 

Issues in default on which suits have 
not been filed are those of the Compton 
Heights line, $986,000, and the St. 
Louis Transit Company, $9,790,000. 


Abandonment of Some Birming- 
ham Lines Sought 


Negotiations seeking the consent of 
the city authorities to the abandon- 
ment of a portion of the tracks of the 
Tidewater line and to the rerouting of 
the Tidewater cars, have been opened 
by the receivers of the Birmingham 
Railway, Light & Power Company with 
the City Commission of Birmingham, 
Ala. Solution of the problem of the 
Tidewater line, it is stated, must be 
reached before the reorganization of 
the company can be perfected. 

If present negotiations are success- 
ful, it is stated by the receivers, the 
valuable portions of the Tidewater line, 
which is said to be losing money stead- 
ily, probably can be saved. Should the 
negotiations fail, the Tidewater line 
probably will be junked in the re-organ- 
ization. 

Surveys showing the plans for the 
Tidewater line are being prepared by 
the receivers and will be filed with the 
commission immediately. The matter 
was discussed at an informal confer- 
ence with the commission several days 
ago and further conferences are ex- 
pected to be held. 

Suggestions have been made by the 
receivers that the Tidewater line be 
divided into two lines. This plan calls 
for junking that portion of the Tide- 
water line from Forty-first Street and 
Avenue C to the Terminal station at 
Fifth Avenue and Twenty-sixth Street, 
north. The proposal also suggests that 
the western end of the line stop at 
Nineteenth Street and Fifth Avenue, 


Protest Over Oakland 
Reorganization 
Louis H. Bien, the trustee in bank- 


' ruptey of the United Properties: Com- 


pany of California, holding all of the 
capital stock of Oakland Railways, and 
Frederick Olachewski, a stockholder of 
the San Francisco-Oakland Terminal 
Railways, have filed a petition with the 
California Railroad Commission for a 
rehearing of all matters connected with 
the application of the trustees for San 
Francisco-Oakland Terminal Railways 
for authority to transfer the proper- 
ties of the San Francisco-Oakland 
Terminal Railways and subsidiary com- 
panies, and to issue securities, in carry- 
ing out the proposed reorganization 
plan recently authorized by the com- 
mission. 


Railway Funds Wisely 
Invested 


Public Trustees in Massachusetts Make 
$200,000 Profit, but Come in 
for Censure 


An entirely new issue in electric rail- 
railway legislation has developed in 
Massachusetts in connection with the 
handling of funds by the board of public 
trustees of the Eastern Massachusetts 
Street Railway. It is a matter of 
record that for some time the trustees 
have invested the company’s surplus 
cash in high class securities and that 
they have made a profit of about $200,- 
000 for the railway by such investments. 

Representative Richard D. Crock- 
well, in the Massachusetts Legislature, 
takes the view that a law must be 
enacted to make such handling of rail- 
way funds illegal on the ground that 
although it was profitable to the East- 
ern Massachusetts in this case, it might 
result in losses in other cases. Had 
there been losses instead of profit from 
the investments made by the Eastern 
Massachusetts Street Railway trustees 
the Commonwealth of Massachusetts 
would have been compelled to make up 
the deficit, as it is responsible for the 
acts of the trustees. An order has, 
therefore, been introduced in the Legis- 
lature to investigate the acts of the 
trustees. The trustees say: 


All investments by the Eastern Massa- 
chusetts Street Railway have been made 
with the sanction and by direction of the 
entire membership of the board of public 
trustees. None of these investments was 
of a speculative nature, 

Reports on these investments have been 
made in the annual returns to the Depart- 
ment of Public Utilities and included in 
each instance a detailed list of the securi- 
ties held and they have been and are now 
public records. 

When the public trustees assumed con- 
trol of this road they received $3,500,000 of 
new cash under the readjustment plan from 
the sale of $2,500,000 bonds and $1,000,000: 
eommon stock paid for at par by assess- 
ments on Massachusetts Hlectric companies 
and Bay State stockholders. 

This money could not be used advanta- 
geously at once and was invested in high 
grade bonds pending such use. From time 
to time as the need for this money arose 
these bonds have been sold. The securities 
purchased were of such high grade that 
they were always immediately salable at a 
price at least equal to that paid for them. 
The purpose of these purchases was not in 
any sense to secure a profit on the sale but 
merely to obtain an adequate ceturn on 
these funds pending their investment in the 
property itself. 

The public trustees set up a reserve for 
depreciation and in a similar manner in- 
vested these funds pending the necessity of 
applying the reserve. 

During 1923 only $223,000 of such bonds 
were purchased and these only for the pur- 
pose of reinvestment of money received 
from the payment of bonds at maturity. 
During the year $375,000 of bonds pre- 
viously acquired were exchanged for new 
issues of the same companies. 

In 1923 the company was a consistent 
seller of these securities as the necessity 
for money arose to enable it to pay for 
new cars and other equipment. During the 
year bonds to the par value of $1,482,000 
were sold. 

The company has never owned a share 
of Sinclair Oil, American Telephone, Amer- 
ican Agricultural Chemical or Armour Com- 
pany stocks. It has held and does now 
own underlying bonds of some of these 
companies. 

It has made relatively small investments 
in such standard investment stocks as Wool- 
worth preferred, U. S. Steel preferred, 
Standard Oil of New Jersey preferred, First 
National of Boston, Bethlehem Steel pre- 
ferred, and Electric Bond & Share preferred. 


The par value of these. stocks so held is 
$215,000. The company has never sold a 
share of these preferred stocks since they 
were acquired. Woolworth preferred stock 
was called for redemption by that company. 

It is true that by reason of these invest- 
ments the public trustees have secured a 
return on funds temporarily idle larger than 
if such funds. had been carried on deposit. 
It is also true that the company has 
sustained no loss through any of its invest- 
ments, 


$47,642 Surplus in Rochester 
for Year 


For the first time since the adoption 
of the service-at-cost contract between 
the Rochester lines of the New- York 
State Railways and the city of Roch- 
ester, operations of the trolley lines in 
the city for the year ended July 31, 
1923, showed a surplus. As reported 
by Charles R. Barnes, commissioner of 
railways, the amount of the surplus 
was $47,642. 

Revenues were stated as $5,287,892 
and costs at $5,240,250. This is the 
third year of operation under the con- 
tract. Commissioner Barnes, in his re- 
port, said that there was little hope 
for a reduction in fare as the deficit of 
$180,367 that existed on July 31 must 
first be wiped out. 

Barring an increase in wages granted 
on June 1 operating costs varied little 
from previous years. 

More than 100,000,000 passengers 
were carried on the Rochester lines 
during the fiscal year. Revenue pas- 
sengers per car-mile averaged 7.9. 
During the year an average of 208,011 
revenue passengers were carried daily 
on the lines, 


Extension Granted on Ohio 
Traction Bonds 


An extension of ten months time has 
been granted by the Fifth-Third Na- 
tional Bank, Cincinnati, Ohio, to the 
Ohio Traction Company on notes in the 
sum of $600,000, executed by the com- 
pany and held by the bank. According 
to officials of the Cincinnati Traction 
Company, the majority stock of which 
company is owned by the Ohio Traction 
Company, the notes represent the bal- 
ance due on an original issue of $845,- 
000, bearing interest at 7 per cent and, 
authorized in 1920 by William C. Cul- 
kins, then Director of Street Railroads 
for the city of Cincinnati. The pro- 
ceeds of the sale of the bonds were 
used by the company for improvements 
and betterments to the electric railway 
system. 

When the bond issue fell due on Jan. 
1, 1928, the Cincinnati Traction Com- 
pany paid off $245,000 of the issue, and 
being unable to pay the remaining 
$600,000, obtained an extension of nine 
months by the bank. When this expired 
on Oct. 1, 1923, the Ohio Traction Com- 
pany, the parent company, gave notes 
for the $600,000, thus paying off the 
remainder of the bond issue. These 
notes fell due Jan. 2, 1924, and in view 
of the existing unsettled conditions in 
the traction situation the Ohio Traction 
Company requested and obtained the 
extension. 
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$13,000,000 of Bonds in San Fran- 
cisco Refunding Operation 


Financing for the account of the 
Market Street Railway, San Francisco, 
Cal., has been arranged to the extent 
cf $13,000,000, and bonds to that amount 
were offered publicly on Jan. 8 by a 
syndicate consisting of Dillon, Read & 
‘Company, lLadenburg, Thalmann & 
‘Company, New York; the Wells Fargo 
Bank & Union Trust Company, and the 
Anglo & London Paris National Bank, 
San Francisco. The bonds are a first 
mortgage issue, bearing 7 per cent 
interest, dated April 1, 1924, and due 
in 1940. They are priced at par. 

The bonds are for refunding pur- 
poses, and their proceeds will be used 
entirely for discharging $4,269,000 of 
five-year 6 per cent collateral trust 
gold notes, due on April 1 next, and 
$9,239,550 of 5 per cent first consoli- 
dated mortgage gold bonds, due on 
Sept. 1 next. 

Charles N. Black, president of the 
company, says: 

None of the company’s franchises ex- 
pires prior to 1929. Thereafter franchises 
covering the operations of various of the 
company’s lines mature, from time to time, 
until 1952. Lines on which franchises have 
matured in the past have been acquired by 
the city at a fair and satisfactory price, 
and under the terms of the mortgage the 
proceeds of any sale of the mortgaged prop- 
erty are paid into the sinking fund for the 
retirement of additional bonds. It is esti- 
mated, taking into account the maturities 
of franchises, that the available income dur- 
ing the life of the bonds will in every year 
be more than twice the interest charges on 
the bonds then outstanding. 

The bonds are callable as a whole or 
in part by lot at 1073 to April 1, 1926, 
and thereafter at prices decreasing 4 
per cent each year to maturity. 


Controversy at Montreal Followed 
by Changes in Organization 


At a meeting of the Montreal Tram- 
ways & Power Company directors, held 
at Montreal, Que., on Jan. 7, E. A. 
Robert, president of the company since 
its inception about fourteen years ago, 
resigned from the board. William C. 
Finley, formerly vice-president, be- 
comes president. The board was also 
added to by three members elected from 
the ranks of the shareholders who were 
recently in opposition to the admin- 
istration, and one of them, Alcide E. 
Beauvais, was named vice-president. 
Other new directors are F. B. McCurdy 
and Dr. Noe Fournier. 

The Montreal Gazette of Jan. 8 said: 

The recent turmoil that has occurred in 
Montreal Tramways & Power Company af- 
fairs could never have come about if the 
affairs of the company had not beén 
shrouded in such complete secrecy. It is 
reasonable to suppose, therefore, and we 
have the assurance of an official of the 
company, that in future those details, of 
which the shareholders in particular, and 
the financial public in general, are entitled 
to know will be duly made public. 

The resignation of Mr. Robert as 
president of Montreal Tramways & 
Power Company does not mean that he 
ceases to be president of the Montreal 
Tramways or of other companies con- 
trolled by the holding company. 

Giving effect to the recent changes, 
the board now is composed as follows: 


ELECTRIC RAILWAY JOURNAL 


William C. Finley, president; A. E. 
Beauvais, vice-president. Directors: 
George G. Foster, Lorne C. Webster, J. 
M. Wilson, F. B. McCurdy, N. Curry, 
Dr. Noe Fournier and J. M. McIntyre. 


Auction Sales in New York.—At the 
public auction rooms of A. H. Muller & 
Sons there were sold on Jan. 9 eighty- 
three shares of Interborough Metro- 
politan Company, $5 lot, and $5,000 
Austin Street Railway first mortgage 
5 per cent bonds due 1936, 75 per cent. 


New Jersey Interurban Takes Over 
Operation.—The former Northampton, 
Easton & Washington Traction Com- 
pany, Phillipsburg, N. J., was sold under 
foreclosure in 1922, and with the taking 
over of operation by the New Jersey 
Interurban Company, Easton, Pa., on 
Nov. 1, 1923, the receiver was dis- 
charged. There is outstanding by the 
new company 2,000 shares of capital 
stock, without par value, $500,000 of 
second mortgage 5 per cent income 
bonds, due Jan. 1, 1950, and $100,000 of 
first mortgage 7 per cent bonds, due 
Jan. 1, 1950. 


Suburban Line Fails to Pay Interest. 
—The Philadelphia Stock Exchange has 
been advised that the Frankford, 
Tacony & Holmesburg Street Railway, 
Philadelphia, made no provision for the 
payment of the coupon due Jan. 1, 1924, 
on its first mortgage thirty-year 5 per 
cent bonds, due 1940. For the five years 
previous to 1923 the company operated 
at a deficit after the payment of fixed 
charges. The bonds are outstanding to 
the amount of $400,000. They are fol- 
lowed by $500,000 of capital stock. The 
road is 17 miles long. It connects 
Frankford, Tacony, Holmesburg and 
Torresdale. 


Bonds Secured by Real Estate Are 
Offered.—Dillon, Read & Company, 
New York, offered for subscription on 
Jan. 7 at 100 and accrued interest 
$2,500,000 of Philadelphia Rapid Tran- 
sit Company real estate first mortgage 
6 per cent gold bonds. The bonds are 
dated Jan. 1, 1924, and are due Jan. 1, 
1944. The bonds are secured by a first 
mortgage on three modern car ter- 
minals of brick and concrete con- 
struction. : 


Committee Representing Bondholders 
Arranges to Advance Interest.—Holders 
of the general first mortgage 4 per cent 
bonds of the United Railways Company, 
St. Louis, have been notified that owing 
to the failure of the Federal. Court to 
authorize the receiver to pay the Jan. 
1, 1924, bond interest, the three com- 
mittees representing bond holders have 
arranged to advance the funds needed 
to make the payment. 


Notes Called for Redemption.—The 


Delta Light & Traction Company, 


Greenville, Miss., has called for re- 
demption all of the outstanding 8 per 
cent serial gold notes dated Aug. 1, 
1921, maturing on and after Feb. 1, 
1924. They will be paid at 102 and 
interest at the office of the National 
City Bank of Chicago. 
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$335,000 of Common Stock Author- 
ized.—The Public Service Commission 
of Indiana has authorized the Inter- 
state Public Service Company, Indian- 
apolis, Ind., to issue $335,000 of com- . 
mon stock at 75 in lieu of $280,000 of 
prior lien stock authorized by the com- 
mission last October to be issued at 90. 


$672,000 of Bonds Authorized.—The 
Public Service Commission of Indiana 
has authorized the Indiana Service Cor- 
poration, Fort Wayne, to issue $672,000 
of 5 per cent bonds at not less than 80 
and interest and to use the proceeds to 
reimburse the treasury for additions 
and improvements. 


$230,000 of Car Trust Certificates 
Offered.—The Fidelity & Columbia 
Trust Company, Louisville, Ky., is par- 
ticipating in a syndicate which is offer- 
ing at 100 and interest $230,000 of 
Louisville Railway car trust 6 per cent 
gold certificates, Series “B.”’ The cer- 
tificates are dated Jan. 1, 1924, and are 
due semi-annually to Jan. 1, 1934. The 
railway. unconditionally guarantees the 
payment of principal and dividend war- 
rants by indorsement en each certificate. 


$4,907,600 Fixed as Value of Halifax 
Property.—The Public Utilities Board 
has placed a valuation of $4,907,600 on 
the property of the Nova Scotia Tram- 
ways & Power Company, Halifax, N. S. 
The rates to be charged consumers 
will be such as to give the company 
8 per cent on this. The valuation in- 
cludes, says the board’s report, a fair 
value of such physical assets and such 
undertakings as a going concern of 
this kind has, as of Oct. 1, 1921, in- 
cluding reasonable and proper allow- 
ances for organization and legal ex- 
penses and going value. The company 
is reported to have outstanding $2,250,- 
000 of first 5’s, $1,500,000 of general 
7’s, $2,078,800 of 6 per cent preferred 
and $2,510,000 of common. 


Increase in Surplus Earnings.—For 
the twelve months ended Nov. 30, 1923, 
the gross earnings of the United Light 
& Railways Company and subsidiary 
companies, Grand Rapids, Mich., was 
$12,566,555, against $11,648,359 for the 
same period ended Novy, 30, 1922. The 
surplus earnings available for depre- 
ciation, debt discount and common stock 
dividends was $1,298,791. For the 
twelve months ended Nov. 30, 1922, the 
surplus earnings amounted to $1,059,739. 


Approval of Sale of Jennings Line 
Sought.—The Missouri Public Service 
Commission will hold a public hearing 
soon at St. Louis on the application of 
Wayne J. Stedlin to dismantle and sell 
for junk the St. Louis & Jennings Rail- 
road to Joseph Greenspon’s Sons Com- 
pany, St. Louis. The railway extended 
from the end of the Bellefontaine divi- 
sion of the United Railways System in 


.St. Louis, at Robin and Florissant 
Avenues, to Jennings, Mo., with a 
branch line on Helen Avenue. It went 


into bankruptcy several years ago. Mr. 
Stedlin informed the commission that 
he sold the property for the value of 
the second-hand material it contained 
and requested approval of the sale. 
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Experimental Operation : 
Planned 


One-Man Cars to Be Run on Probation 
at Berkeley—No Further 
Action in Oakland 


For a period of six months one-man 
cars are to be run on probation on 
Dwight Way and Ashby Avenue, 
Berkeley, Cal. If at the’end of that 
time the operation of the cars meets 
with general approval it is likely that 
all objections will be withdrawn to their 
use on minor lines. 

W. R. Alberger, general manager of 
the San Francisco-Oakland Terminal 
Railways, has accepted the terms of the 

agreement and has promised that the 
safety cars will be operated in strict 
accord with the recommendations of 

the State Railroad Commission. Two 

of these recommendations were that 
flagmen be stationed at Adeline Street 
and Ashby Avenue and at San Pablo 
Avenue and Dwight Way and that the 

‘hours of duty of the flagmen be in- 
creased. 

This new arrangement rescinds an 
rdinance passed many months ago by 
-which one-man cars were prohibited 
from operating on any of the streets of 
‘Berkeley. There was only one dissent- 
‘ing voice in the Council to the new 
sarrangement. 

The action’ of the Council followed 
an indorsement of the one-man cars 
made by J. N. Edy, city manager, who 
‘previously had conducted an exhaustive 

investigation. 

There is no change in the one-man 
car situation in Oakland, sister city to 
Berkeley, where the Mayor and one or 
two members of the City Council have 
heen warring on the cars. Many threats 
of police action have been made, but 
the cars, to the number of about fifty, 
continue to be operated unmolested. 

Applications for permission to run 
‘bus lines in outlying sections of Oak- 
land are on file with the City Council. 
‘The San Francisco-Oakland Terminal 

_ Railways is one of the companies seek- 
ing such rights, and the Peerless Stage 
Company the other... 

Mayor Davie and Commissioner 

_ Moorehead favor the stage company on 
the ground that to grant the applica- 

tion of the railway will be favoring a 
traction monopoly. Commissioners 
Carter, Baccus and Colbourn, however, 
have refused to take sides with the 
Mayor. In fact Mr. Carter has openly 
espoused the cause of the railway and 
Mr. Colbourn has voted with him on 
one or two occasions. Mr. Baccus re- 
mains neutral. 

The lone city-owned bus, the Rosalie, 
continues to run on various Oakland 

streets, but- no action has been taken 


by the city to increase the number of 
municipal buses, although Commis- 
sioner Moorehead has asserted that he 
has a fund available for the purchase 
of additional vehicles. It is likely that 
in the spring there will be a refer- 
endum on the bus question. 


SS 


Higher Fares in Toledo 
on Jan. 13 


Fares at Toledo will be raised by 
the Community Traction Company to 
straight 7 cents with a l-cent transfer 
charge on Jan. 18. With the fare 
stabilizing fund down to $57,000 and 
$300,000 as the minimum at which to 
raise fares the company officials have 
determined to recoup the fund accord- 
ing to the provisions of the Milner 
service-at-cost ordinance. 

Recent wage increases and a larger 
maintenance appropriation for 1923 
were largely responsible for the deple- 
tion of the fare stabilizing fund. Car 
riding has been greatly affected in the 
last two or three years through the 
use of privately-owned automobiles. In 
addition the operation of jitneys is esti- 
mated to have taken about $750,000 in 
revenue away from the railway since 
the Milner plan has been in operation. 

It is estimated that the advance in 
fare will increase receipts more than 
$5,000 a month. It will, however, affect 
only car riders who had been educated 
to use tokens, sold at six for 40 cents. 
The number of users of tokens has 
totaled about 30 per cent of all the 
riders. 

In a statement explaining the general 
situation to the citizens of Toledo, 
President Adams declared: 

We wish to assure the citizens of Toledo 
that every effort will be made in the com- 
ing year to operate the property with the 
utmost economy. Much can be accom- 
plished if we can secure the co-operation of 
the car riders and the other citizens of 
Toledo. 

At present conferences are being held 
attended by officials of the Community 
Traction Company, the Toledo Edison 
Company, and the street railway com- 
missioner’s office looking toward agree- 
ment on a lower power rate. 


Seven-Cent Fare Tariff Filed 
for Akron 


The Northern Ohio Traction & Light 
Company, Akron, has filed with the 
Ohio Public Utilities Commission a rate 
to become effective in Akron on Feb. 1 
which calls for a straight fare of 7 
cents, with universal transfers or four 
tickets for 25 cents. This rate is only 
tentative and was filed with the com- 
mission to comply with the laws of 
Ohio. The company’s Akron franchise 
expires on Feb. 1. 


Fare Hearing Opened 


First Session Held at Atlanta on Jan. 3 
on Appeal of Local Company 
for Increase 


The opening hearing on the Georgia 
Railway & Power Company’s petition 
for increased fares resolved itself into 
a sharp tilt between the railway and 
the jitney interests. The railway was 
represented by Preston S. Arkwright, 
president, and H. M. Atkinson, chair- 
man of the board of directors. The 
jitney interests were represented by 
former Mayor James L. Key and Sam 
Schlesinger, president of the Atlanta 
Jitney Bus Association. 

The hearing was held on the evening 
of Jan 3 at the Council chamber in the 
City Hall. It was presided over by 
Alderman J. R. Bachman, chairman of 
the special committee of the City Coun- 
cil handling the power company’s peti- 
tion. He opened the meeting by an- 
nouncing that the Council had taken up 
the proposition of the company and had 
appointed a special committee to audit 
the books. He then called for a discus- 
sion of the proposed rate changes. 

Former Mayor Key opened the dis- 
cussion for the jitney men by declaring 
that the proposed changes would mean 
$3,000,000 a year additional revenue for 
the railway and that he did not believe 
the company needed any such amount 
to continue in operation. The jitney, 
he said, gave the public a faster service 
than the railway and rendered a neces- 
sary public service. Mr. Key declared 
that it would be an outrage to take the 
jitney driver’s business away from him. 
He was sharply called to order by 
Chairman Bachman for insinuating that 
the committee was acting unfairly. 

President Schlesinger of the Atlanta 
Jitney Bus Association was the second 
speaker for the evening. He declared 
that the demand for jitney service was 
greater than the supply. There are 105 
jitneys in his association. Mr. Schle- 
singer said that the railway had lines 
on more streets, comparatively, than 
any company in any other city with 
which he was familiar, and that if jit- 
neys were excluded from streets on 
which the street cars were operated, 
the jitneys would be unable to approach 
the business section of the city, and 
might as well prepare to go out of 
business. 

J. R. Smith, of the real estate firm 
of Smith & Rankin, defended the power 
company from a new angle when he 
declared that the proposed Highland 
Avenue extension of the railway would 
increase property value in that section 
by $3,500,000. Jitney lines, he pointed 
out, do not increase property values. 
Property owners, by supporting the 
street railway in its efforts to make 
money and build necessary extension, 
could get all of their money back many 
times over in the increase of value of 
their holdings. 

Guy W. Hamebaugh, a local insur- 
ance man, suggested a 5-cent fare for 
short hauls, a 10-cent fare for long 
hauls and the elimination of transfers. 
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Under such a system, he declared, both 
the railway and the jitney could live 


and flourish. 
A second hearing will be held after 


the Council has completed its audit of - 


the company’s books. 

The petition of the company, after 
setting forth that it was unable to con- 
tinue to give adequate service or to 
take care of necessary improvements, 
under present conditions, contains sev- 
eral suggestions for relief, approval 
of which is asked of the Mayor and 
General Council. 


COMPANY WANTED TEN-CENT FARE 


The company asks approval of: 10- 
cent cash car fares, tickets to be sold 
for 62 cents as at present; i 2-cent 
charge for transfers; elimination of 
jitneys from streets on which street 
ears are operated; reasonable revision 
of its operating routes in the interest 
of better service; elimination of unnec- 
essary car stops and relief to the extent 
necessary from gross income tax and 
assessments in street paving projects. 

The company, in its petition, also 
says it will agree to try any reasonable 
plan that may be advanced. 

Council has no authority to grant an 
increase in fares, or in any way to 
grant revisions in the operation of the 
various lines. This power rests en- 
tirely with the Georgia Public Service 
Commission. The city can, however, 
grant the request that jitneys be elim- 
inated from competition with street 
cars and grant relief from gross in- 
come tax and paving assessments. 


“Owl” Cars for New Year’s Frolickers. 
—So that no one would miss the New 
Year in and the old year out in Denver, 
the Denver Tramway ran an extra 
“Owl” car on every line where it does 
not operate all-night service, thus mak- 
ing it possible for those who were not 
participators in the automobile jam- 
boree to linger a while longer and still 
get home with ease, comfort and safety. 


Condition Placed on Operation of One- 
Man Cars.— The Johnstown Traction 
Company, Johnstown, Pa., has secured 
permission to operate one-man cars 
over grade crossings “provided the com- 
pany places a watchman at the cross- 
ings,’ according to a decision handed 
down by the Public Service Commission. 
The railway appealed to the commis- 
sion for approval of the waiver of a 
general order relating to the operation 
of cars crossing at grade over steam 
railroads. With two-man cars the con- 
ductor is required to “flag” the motor- 
man to proceed. The traction company 
sought to eliminate the “flagging” with 
one-man cars, allowing the operator to 
remain on the car. 


Will Work Uniform Fare Collection 
System.—E. M. Walker, president of 
the Schenectady Railway, recently an- 
nounced that a movement was being 
undertaken to work out a uniform fare 
collection system. At the present time 
part of the cars are operated on the 
pay-enter plan, while on others the 
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patron pays when he leaves the car. So 
as to prevent confusion in boarding the 
right car the Schenectady Railway has 
adopted the system of painting large 
yellow strips along the center of the 
interurban coach roofs to distinguish 
them from the city cars. It is said that 
the resemblance of some of the Albany 
service cars and the “submarine” type 
cars used on city lines causes confusion 
when seen at a distance. Many of the 
old interurban cars now used in rush- 
hour city service are taken for Albany 
or Troy coaches. According to General 
Manager Lynch, the system will enable 
the passengers to identify the cars right 
away. It is said that the Fonda, Johns- 
rown & Gloversville Railroad will mark 
its cars in the same way. 


Order Does Not Apply to Suburban 
Trains.—The Missouri Public Service 
Commission has modified a recent order 
requiring railroads and interurban lines 
to furnish drinking cups on all trains 
operated in Missouri so that this edict 
will not apply strictly to suburban 
trains. The modification was made at 
the request of the St. Louis & San 
Francisco Railway which sought to be 
relieved of the necessity of furnishing 
cups for the suburban trains operated 
between Pacific, Mo., and St. Louis. The 
commission stated that the original or- 
der was not intended to apply to sub- 
urban trains. 


Ordinance Effective Shortly.—The 
jitney ordinance passed by the City 
Commission of Mobile, Ala., on Dec. 27 
and referred to in the ELECTRIC RAIL- 
WAY JOURNAL of Jan. 5, becomes effec- 
tive Jan. 15. Its provisions practically 
eliminate jitneys from the streets of 
Mobile. Only three jitney buses had 
been operating in the city of Mobile 
and they were losing money but it was 
found that they took about $2,500 a 
month away from the Mobile Light & 
Railroad Company. 


Bus Lines Included in Merger.—The 
Northern Indiana Railway, operating in 
South Bend, Ind., has absorbed the Lee 
bus lines and will make them a part of 
the transportation system by running 
them into districts built up during the 
last three years of industrial expan- 
sion. The bus lines to Cassopolis and 
Dowagiac, Mich., were included in the 
merger. 


Will Apply for Six-Cent Rate.—The 
Binghamton Railway, Binghamton, 
N. Y., will make application to the 
Common Council on Jan. 15 for the 
right to charge a 6-cent faré within the 
city limits during the year 1924, This 
privilege has been granted the com- 
pany for the past three years. Company 
officials have presented figures each 
year for the past three years which 
they claim show that if a 5-cent fare 
were charged the company would have 
to suspend operation of its cars. 


Exhibit Shows Accidents.—As a fur- 
ther step in Salt Lake City’s safety 
first campaign, an exhibit of miniature 
vehicles showing how accidents happen 
was recently placed in the window of 
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the Utah Power & Light Company. The 
display showed an intersection of a 
busy street, with two automobiles col- 
liding and street cars striking a pedes- 
trian, an,automobile and an ice wagon. _ 
At one side of the miniature vehicles 
a’ graveyard was depicted with tomb- 
stones bearing among other inscrip- 
tions the following: “Gasoline and 
Moonshine Don’t Mix,” “Speed Hound,” 
“Reckless Driving,’ etc. The city re- 
cently began its safety first campaign 
by arranging for the blowing of whistles 
at 3:30 o’clock each school afternoon, 
to warn automobile drivers that schools 
are being dismissed. 


Special Ticket Rates.——The Cedar 
Rapids & Iowa City Railway & Light 
Company, Cedar Rapids, Ia., has started 
the sale of special round trip rates on 
all its service from 5.30 p.m. to mid- 
night. The round trip ticket for use 
between these hours can be bought for 
the pricesthat are ordinarily charged 
for a one-way fare. 


Higher Fares in Effect——Fares were 
recently increased on the lines of the 
United Electric Railways, Providence, 
R. L., by reducing the number of tokens 
to be sold for 50 cents from ten to nine. 
According to President Potter the new 
tariff will yield an additional net rev- 
enue estimated at $422,500, an amount 
sufficient to offset the estimated oper- 
ating deficit of $412,495 for 1924. The 
present tariff schedule was filed on Nov. 
22 and became effective on Nov. 24, and 
the thirty days required by law ende. 
on Dec. 24. The company’s applica- 
tion for increased rates has been re- 


ferred to previously in the Electric 


Railway Journal. 


One-Man Cars Exclusively in Okla- 
homa City.—The one-man car has come 
into general use in Oklahoma City. All 
the lines there are. so equipped exclu- 
sively. The change to one-man oper- 
ation has come about gradually. It 
was made effective on the last lines in 
the city on Christmas Day. The last 
remaining lines to be changed over 
were the Capitol, the Capitol Hill and 
the Culberson lines. 


9,974 Cars of Livestock Handled in 
Eleven Months.— A statistical report 
covering both inbound and outbound 
business handled by the Belt Railroad 
& Stock Yards Company, made public 
by C. C. Holstein, traffic manager of 
the company, shows plainly the steady 
growth of the interurban as a freight 
carrier. The report covers the eleven 
months ended Noy. 30, last. It reveals 
a total of 9,974 car loads of livestock 
handled by all the large interurbans 
that serve the Indianapolis market. 
During the eleven months period ended 
Nov. 30, the number of cars of live 
stock transported by the principal inter- 


‘urbans to Indianapolis was distributed 


as follows: Terre Haute, Indianapolis 
& Eastern, 5,529; Indianapolis & Cin- 
cinnati, 1,409; Union Traction Company 
of Indiana, 1,541; Interstate Public 
Service Company, 706, a total of 9,185 
cars. 
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Personal Items 


Operating Staff Promotions 


‘Roy RK. Hadsell Made General Super- 


intendent at Rochester—B. C. 
Amesbury Promoted 


Roy R. Hadsell, for the past six years 
superintendent of the Rochester lines 
of the New York State Railways, has 
been promoted to general superin- 
tendent of the company’s lines in that 
city and vicinity. The company’s inter- 


urban lines from. Rochester will now 
_be under Mr. Hadsell’s supervision. 


B. C. Amesbury, assistant superin- 


_tendent of city lines under Mr. Hadsell, 


succeeds to the post vacated by his 
chief. Both officials have served in 


virtually all departments of the rail- 
way system. The appointments were 
announced Jan. 4 by James F. Hamil- 
ton, president of the company. 


R. R. Hadsell 


eee 


Mr. Hadsell became identified with 
the International Railway at Buffalo 
jn 1900 as a conductor. He remained 


_ with that company in various capacities 


until 1903, when he left Buffalo to enter 
the service of the Schenectady Railway 


as chief inspector. Here he stayed until 


} 


1913, when he resigned to become su- 
perintendent of the Troy division of the 
United Traction Company of Troy, N. Y. 
It was in February, 1917, that he re- 
signed from that company to become 
assistant superintendent of the New 
York State Railways at Rochester. In 
the fall of 1918 he was appointed super- 
intendent of the Rochester lines, suc- 
ceeding E. E. Strong, resigned. 

Mr. Amesbury, the new superin- 
tendent at Rochester, has been an em- 


ployee of the New York State Railways 
for more than thirty years, beginning 
his railway career as a driver of horse 


cars in Rochester. In his early days 
with the company he served as a motor- 
man and inspector, and in 1900 became 
general foreman of construction of the 
Rochester & Sodus Bay Railway, which 
was then under construction. When 
the road was opened for operation in 


the fall of that year he was appointed 
roadmaster of the company, and con- 


tinued in that position until 1906. He 
was then made superintendent and held 
that position until the consolidation of 
the Rochester Railway, Rochester & 
Eastern Rapid Railway, Rochester & 
Sodus Bay Railway and other proper- 
ties into the New York State Railways. 
When the consolidation took place he 
was appointed division superintendent 
at Rochester, in which capacity he con- 
tinued up to 1918, when he was made 
assistant superintendent. 


E. A. Robert, president of the Mon- 
treal Tramways & Power Company, 
Montreal, Que., since its inception about 
fourteen years ago, has resigned from 
the board. The company controls the 
Montreal Tramways, of which Mr. 
Robert continues as head. 


William C. Finley, formerly vice- 
president of the Montreal Tramways & 
Power Company, Montreal, Que., has 
been elected president of the company, 
to succeed E. A. Robert. 


Robert J. Fleming, formerly general 
manager of the Toronto Railway, 
Toronto, Ont., has been elected presi- 
dent to succeed the late Sir William 
Mackenzie. The company is being 
liquidated as a result of the purchase 
of the property by the city. 

Howard Ansley has been appointed 
manager of the securities department 
of the Tennessee Electric Power Com- 
pany, Chattanooga, Tenn. He is a well- 
known employee of the Nashville Rail- 
way & Light Company, going to that 
concern in 1913 in the lighting and sales 
department. He has been employed by 
that company since that time. 


Elmer Oswold, formerly transit man 
in the engineering department of the 
New York State Railways, has recently 
accepted a position as assistant engi- 
neer with the Schenectady Railway. He 
first became identified with the New 
York State Railways in 1919 as mate- 
rial clerk in the track office and two 
years later he was given a position in 
the engineering department as rodman. 


M. H. Frank, formerly in charge of 
the electric railway, light and power 
and gas properties of the Eastern Wis- 
consin Electric Company at Fond du 
Lac, Wis., has been named to succeed 
B. W. Arnold as manager of the elec- 
tric railway department of the company. 
Mr. Arnold, as noted previously in the 
ELECTRIC RAILWAY JOURNAL, has joined 
the forces of the Chicago, North Shore 
& Milwaukee Railroad. 


R. C. Larkin has been appointed 
superintendent of interurban divisions 
of the International Railway, Buffalo, 
it was announced on Jan. 1 by Herbert 
G. Tulley, president of the company. 
Mr. Larkin will have supervision over 
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the Buffalo-Niagara Falls high-speed 
line, Buffalo & Lockport, Lockport & 
Oleott and Buffalo & Lancaster divi- 
sions, in addition to the Park & River 
route along the Canadian gorge. Mr. 
Larkin was formerly with the Phila- 
delphia Rapid Transit Company for sey- 
eral years as operating manager of the 
Folsom division, an interurban section 
of the P. R. T. Mr. Larkin will make 
his headquarters in the Niagara Falls 
terminal. This is a new _ position 
created by President Tulley. 


G. O. Nicolai General Manager 
at Terre Haute 


G. O. Nicolai, whose appointment as 
general manager of the Terre Haute 
division of the Terre Haute, Indianapolis 
& Eastern Traction Company, was re- 
ferred to in the ELEctric RAILWAY 
JOURNAL, issue of Jan. 5, has been in 
the employ of the company for more 
than twenty years. He has risen to the 
managership of the property by promo- 
tions through various positions, begin- 
ning as a clerk in the purchasing de- 


G. O. Nicolai 


partment in March, 1903. He was later 
transferred to the light and power de- 
partment, shortly after becoming chief 
clerk. He then advanced to the posi- 
tion of commercial agent, to be followed 
by a still greater promotion, that of 
superintendent of the light and power 
department, and has occupied that posi- 
tion up to the present time. His present 
appointment became effective on Jan. 1. 
Mr. Nicolai was born in August, 1883. 
He was educated in the Terre Haute 
public, high and commercial schools. 

In a statement he said that there 
would be no great change made in the 
policy, the only change being to fill the 
position he was leaving. Mr. Nicolai 
succeeds as manager of the company 
Edwin M. Walker, who recently be- 
came president of the Schenectady 
Railway. 


Alcide E. Beauvais has been elected 
an additional vice-president of the 
Montreal Tramways & Power Company, 
Montreal, Que. He is a member of the 
Montreal Stock Exchange house of 
Fortier, Beauvais & Company. 
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Messrs. Enright, Metzger and 
Ryan in New Posts 


Joseph M. Enright, superintendent of 
way and structures of the Community 
Traction Company, Toledo, has been 
appointed to the Toledo Edison Com- 
pany with the title of assistant to Vice- 
President B. C. Adams. In his new 
position it is understood that he will 
have charge of the Toledo, Ottawa 
Beach & Northern Railway and do con- 
siderable public relations work directly 
under Mr, Adams. He will also be 
connected with a number of other 
Doherty properties at Toledo under the 
new arrangement. Mr. Enright began 
his railway career as a driver of horse 
ears in Toledo thirty-five years ago. 
He was at one time superintendent of 
transportation, holding this post di- 
rectly after the starting of the service- 
at-cost plan. 

General Superintendent J. Frank 
Johnson will assume the duties for the 
time being that Mr. Enright had in the 
Community Traction Company. 

R. S. Metzger, with the Doherty 
properties at Toledo for a number of 
years, and in charge of the Toledo, Ot- 
tawa Beach & Northern line, has been 
named assistant claims attorney for the 
Community Traction Company. 

James Ryan has been transferred to 
the Toledo Edison Company to handle 
claims of the other Doherty properties 
at Toledo. He has been handling claims 
for the railway for years. All the 
changes were effective with the New 
Year. | 


C. S. Mitchell Vice-President of 
Philadelphia Company 


Curtis S. Mitchell has been made 
vice-president and controller of the 
Philadelphia Company and _ affiliated 
companies, among them the Pittsburgh 
Railways, with headquarters in the 
Central Office Building, Pittsburgh. In 
addition to handling the responsibilities 
of controller he will perform such other 
duties as may be assigned by the presi- 
dent. 

Mr. Mitchell entered the auditing de- 
partment of the United Traction Com- 
pany of Pittsburgh in August, 1897. 
Two years later control of the road -was 
purchased by the Philadelphia Com- 
pany, which in 1902 acquired all the 
surface railways in Pittsburgh. At 
that time Mr. Mitchell was appointed 
auditor of the combined property and 
continued in that position until 1912, 
when he became controller of the com- 
pany. Mr. Mitchell has been very. ac- 
tive in American Electric Railway Asso- 
ciation affairs, at one time holding the 
position of third vice-president and at 
another president of the Accountants’ 
Association. Wy, 


J. J. Connors has been appointed 
safety supervisor of the Nashville Rail- 
way & Light Company, Nashville, Tenn. 
He was formerly carhouse foreman 
with that company. 


ELECTRIC 


A. V. Little has been named super- 
intendent of the Southern Cambria 
Railway, operating in Ebensburg, Cone- 
maugh, South Fork, Brookdale and 
Mineral Point, Pa. 

E. B. Moore, general manager of the 
Monongahela Power & Railway Com- 
pany, Fairmont, W. Va., has resigned. 
Mr. Moore has been with the traction 
company as general manager since 1915, 
joining the company after serving as 
chief engineer for the Consolidation 
Coal Company. 


ad 
Obituary 


Cecil G. Rice 


Cecil G. Rice, superintendent of the 
claims department of the Pittsburgh 
Railways and former manager of the 
associated bureaus of that company, 
died on Jan. 3. Mr. Rice succumbed to 
pneumonia after an illness of about 
six weeks. 

Mr. Rice had done noted claims work 
in the electric railway field. He re- 
organized that department of the Pitts- 
burgh Railways into bureaus of cler- 
ical, inspection, medical, adjustment, 
and litigation. At the head of each 
bureau is a chief, and over all the 
bureaus Mr. Rice exercised an uncanny 
knowledge of human beings in an an- 
tagonistic mood and bent upon win- 
ning a fat fortune for a bruise. This 
knowledge was a mixture of psychology, 
law and finance, with a generous share 
of honest liking of the other fellow, 
which made the enemy a friend once he 
stepped inside Mr. Rice’s private office. 
Mr. Rice’s work really was nothing but 
making enemies into friends. His hu- 
mor and his sense of fair play, too, 
disarmed any “principal” (never called 
the “claimant” by the Pittsburgh Rail- 
ways) for a grouch can’t survive near 
humor and justice. Cartoons of the ab- 
surdity of litigation are scattered about 
the office, attesting to Mr. Rice’s hu- 


.mor, and the Code of Ethics and Poli- 


cies formulated and published by Mr. 
Rice emphasizes the fixed principle of 
dealing with justice to all concerned. 
The plan of the claims department, 
which is based upon psychological prin- 
ciples, was described in the ELEcTRIC 
RAILWAY JOURNAL, issues of July 24 
and Sept. 11, 1915. : 

Mr. Rice had contributed frequently 
to the ELECTRIC RAILWAY JOURNAL, and 
gave the benefit of his constructive 
ideas to this paper in an interview which 
appeared in the issue of July 22, 1922, 
page 113. He had had considerable 
newspaper experience as city editor 
of the Parkersburg (Pa.) Daily News, 
and on the staff of a Pittsburgh 
paper. This work in Pittsburgh led to 
his appointment to do special work 
for the city. In 1907 he became 
associated with J. D. Callery, president 
of .the Pittsburgh Railways, as his 
private secretary, and later was made 
general agent of the company in charge 
of the employment bureau. From 
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1908 to 1909 he was credit manager of 
the Colonial Trust Company, Pitts- 


- burgh, but returned to the Pittsburgh 


traction system as head of the claims 
department. He was in charge of the . 
same work for the Duquesne Light 
Company and the Beaver Valley Trac- 
tion Company. In 1915 Mr. Rice was 
appointed assistant to the president, 
continuing in-charge of the claims 
work as manager of the associated 
bureaus. In 1921-1922 he was presi- 
dent of the American Electric Railway 
Claims Association. 


A. W. Damon 


Alonzo Willard Damon, vice-president 
and director of the Springfield Street 
Railway and a trustee of the New 
England Security & Investment Com- 
pany, died in Springfield, Mass., on 
Jan. 7, at the age of seventy-six years. 
On leaving school Mr. Damon became 
a clerk for’ the Washington Insurance 
Company in Boston. He subsequently 
filled important positions for this and 
other companies, and in. 1895 became 
president of the Springfield Fire & 
Marine Insurance Company, an office 
that he filled with marked ability until 
his death. He was also a director of the 
Third National Bank, Springfield. His 
service on the board of the Springfield 
Street Railway reached back many 
years, and his counsel was recognized 
as of great value. 


' Walter R. Dame, widely known in 
New England as a corporation lawyer 
and promoter of electric railway and 
other utilities in central Massachusetts 
and Vermont, died recently at Daytona, 
Fla., at the age of sixty-three. 


Charles R. Dougherty, for the past 
three years working in the financial 
interests of the General Electric Com- 
pany on the Pacific coast, died recently 
at his home in Pasadena, Cal., at the 
age of fifty-one. Mr. Dougherty began 
his business career when seventeen 
years of age with the Thomson-Houston 
Electric Company in Philadelphia, in 
a clerical capacity. In 1894 he was 
made auditor of the Philadelphia Dis- 
trict of the General Electric Company. 
In 1913 he was transferred to Schenec- 
tady as a general assistant to the comp- 
troller of the company. 


John T. Murphy, superintendent of 
the Chicago Heights Street Railway 
for the past eighteen years, was killed 
recently in an automobile accident. He 
had devoted his entire life to street 
railway work. including’ construction 
and operation. During his residence in 
the city of Chicago Heights he had 
become one of its prominent citizens. 
When the city of Chicago Heights 
adopted the commission form of gov- 


‘ernment, Mr. Murphy was elected a 


commissioner, serving two years, and 
retiring from this office only a few 
months prior to his death. Robert 
Johnson has succeeded him in the ca- 
pacity of superintendent of the Chicago 
Heights Street Railway. 
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News of and for Manufacturers—Market and Trade Conditions 
A Department Open to Railways and Manufacturers 
for Discussion of Manufacturing and Sales Matters 


Ticket Sales Increase 


Manufacturer Reports 35 per Cent In- 


1924 to be exceedingly bright. 


crease in Output for the Year 
Just Ended 


Sales of the Globe Ticket Company, 
Philadelphia, Pa., in 1923 were 35 per 
cent greater than in 1922. Moreover, 
the company reports the outlook for 
It has 
as usual been planning ahead, and is 
prepared to meet any demands that 
may be made upon its facilities. In 
fact, the birth of the new year was 
very appropriately celebrated on Jan. 1 
by the company with a reception held 
in its factory on North Twelfth Street. 
The occasion marked the formal open- 


ing of the new section of the plant, 


~ Lumber 


which, with the completion of some 
alterations to be made in the older sec- 
tion, will more than triple the size of 


the factory. 


The normal capacity of the Globe plant 
is about 25,000,000 to 30,000,000 tickets a 
day. Under pressure this output can be 
increased to more than 40,000,000 daily. 
The tickets produced include every 
known form of ticket or check, from 
the familiar trolley ticket and transfer 
to the elaborate dining-room check used 
in fashionable hotels, restaurants and 
clubs. The sales of the company are 


not confined to this country. Nearly - 


every country in the world where 
movies are shown or trolleys are oper- 
ated makes use ‘of Globe tickets and 
transfers. 

In addition to the Philadelphia plants 
a complete unit is maintained in Los 
Angeles to serve the Far West, and a 
similar unit in New York City handles 
the work for the Metropolitan area. 


Lumber Production Increased 
20 per Cent Last Year 
Lumber production during 1923 of 


the mills reporting to the National 
Manufacturers’ Association 


_ showed an increase of 15 per cent over 


the production in 1922. 


This figure is 
based on actual reports for fifty-one 


weeks and an estimate for the last 


week of the year. In 1922 the lumber 
cut by 13,163 mills, representing about 
90 per cent of the total for the country, 
was 31,426,922,000 ft., according to the 
United States Forest Service. The lum- 
ber production of the country in 1923 
is estimated at over 38,000,000,000 b.ft. 

The greatest increase in production 
is in the Pacific Northwest, a gain of 
about 20 per cent over the preceding 


year being reported by the mills of 


a 


reports a similar increase. 


the West Coast Lumbermen’s Associa- 
tion. The Southern Pine Association 
There were 


also notable increases in production in 
other regions, the Northern Pine Manu- 
facturers’ Association stating that the 
lumber cut in 1923 would probably ex- 
ceed that cut in 1922 by about 144 per 
cent. The Western Pine Manufactur- 
ers’ Association and the Hardware 
Manufacturers’ Association also report 
large increases. 
Cement Prices Relatively Low 
Despite Large Demands 


During a period of extraordinary de- 
mand throughout almost the entire 
year just ended, cement production and 
shipments exceeded all former records. 
At the same time manufacturers’ stocks 
were maintained to such an extent that 
in the latter part of the year portland 
cement available at the mills was about 
30 per cent in excess of that on hand 
at the same time the year before. In 
the first eleven months of 1923 produc- 
tion of portland cement amounted to 
approximately 127,000,000 bbl. This 
was an increase of 12,000,000 bbl., or 
about 20 per cent, over the production 
during the entire year of 1922. The 
accompanying table, based upon the re- 
ports of the United States Geological 
Survey, shows the production of port- 
land cement since 1916: 


Production 


IR oo cteconocbood 6 oC e ee 126,969,000 
UA oe eStore SAS oo. 114,790,000 
HCG ec od ithe acini cone a 98,842,049 
USI os tenn ca it OO. 100,028,245 
UOMO dag ots 6 Oe SOEyd 6 EERE 80,777,935 
1S Uo es oul b aooles aaa 71,081,663 
USL S45 Ge aipsbe Cnc eto Soe 92,814,202 
UDMGoW set ay aso note eae 91,521,198 


*Eleven months. 

It is felt by cement manufacturers 
that prices have been and are still re- 
latively low. Reports of the Bureau of 
Labor show that cement prices never 
reached the peak of other commodity 
prices and are still below the average 
of the building material group. There 
has been a slight decline in the prices 
of portland cement during the latter 
part of 1923, although it has not yet 
reached the low level of the early part 
of 1922. 


Construction of Houston Line 
in Near Future 


According to information received 
from the company, the Houston, Beau- 
mont & Orange Interurban Line, Hous- 
ton, Tex., is just about ready to start 
construction. The line has 110 miles 
of right-of-way ready to be surveyed. 
The bonds for this road have been sold 
to Thayer & Son of Washington, D. C. 
The officers of the company are George 
Collier, president; J. C. Simmons, secre- 
tary, and Ed Kennedy, general manager. 


Half-Million-Dollar Order 
for Equipment 


The General Electric Company has 
received an order amounting to $500,- 
000 for complete electrical equipment 
of fifty new all-steel high-speed inter- 
urban electric passenger cars to be used 
by the Pacific Electric Railway on its 
Pasadena line. 


Block Signals Purchased for 
Use in Davenport 


Sixteen automatic block signals have 
been purchased by the Tri-City Rail- 
way for installation in Davenport. They 
are of the Nachod automatic type, and 
will be installed on passing sidings on 
single-track lines. Eight blocks just 
installed on the Northwest Davenport 
and Rockingham lines were used re- 
cently for the first time. The others 
will be installed and placed in oper- 
ation within the next thirty days. These 
automatic signals replace old manual 
signals. 


Soft Coal Production Decreases 


The weekly tonnage of bituminous 
coal production during December, 1923, 
was considerably lower than at any 
other time during the year. The lowest 
week was that ending Dec. 29, when 
only 6,684,000 tons were mined. In 
only one week during the month did 
the amount exceed 10,000,000 tons, 
whereas during the first three quarters 
of the year it averaged more than that 
amount. 

In every week of October and No- 
vember, the week ended Nov. 17 ex- 
cepted, the bituminous production was 
over 10,000,000 tons. 

No comparison with soft coal produc- 
tion in 1922 is worth anything on ac- 
count of the strike that year. The 
average for 1923, however, compares 
well with that of previous years in spite 
of low production during December. 
In 1923 the weekly tonnage did not 
average more than 8,000,000 tons, in 
1920 slightly more than 10,000,000 tons, 
in 1919 about 8,800,000 and in 19138, 
which may be taken as the criterion of 
normal production, it was 9,200,000 
tons. 


Metal, Coal and Material Prices 


Metals—New York Jan. 8, 1924 
Copper, electrolytic, cents parlb: pccre LEs2O 
for wire base, cents per lb.. Fe em eal bie! 
Lead, cents per lbs: ucchsicviasewens ae 7.90 
Zine, cents per lb.. 6.87 
Tin, ‘Straits, cents per “Ib... 48 00 


Bituminous Coal, f.o.b. Mines 
Smokeless mine run, f.o.b. vessel, Hampton 


Roads, Grose ONG. vse a crashes e's Sie $4.675 
Somerset mine run, Boston, net tons. ...... 2.125 
Pittsburgh mine run, Pittsburgh, net tons. . 2.00 
Franklin, Ill., screenings, Chicago, nettons. 2.075 
Central, Ill., screenings, Chicago, net tons... 1.75 
Kansas screenings, ‘Kansas City, net tons... 2.00 
Materials 
Rubber-covered wire, N. Y., No. 14, per 

UDOD Tire ates ssnniate Seater prenie ns 6 ey = $6.65 
Weatherproof wire base, N. Y.,centa perlb. 17.50 
Cement, Chicago net prices, without bags.. $2 10 
Linseed oil (5-bbl. lots), N. Y., cere star $0.94 
White lead, in oi] (100-Ib. keg), N. Y., cents 

per lb., ganload lota:. "tere anes 11 50 
Turpentine, (bbl. lots), NLY., per ‘gal... $1.04 


fy 
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Rolling Stock 


Madison Railways, Madison, Wis., has 
been authorized to procure twelve more 
one-man cars, some of which may be 
added during the next few months. 


Schenectady Railway has placed an 
order with the J. G. Brill Company for 
ten steel passenger cars. It is the plan 
of the company with these cars to de- 
velop one district of the city, furnish- 
ing increased service with modern light- 
weight equipment. A separate account 
of expense and earnings will be kept for 
this line so as to find out definitely what 
would be the effect of furnishing 
similar service on other lines in the 
system. The detailed specifications of 
the cars follow: 


Date order was placed........ Dec. 29, 1923 
Date of delivery......... March 15-31, 1924 
MISE OL CAN ja ctensiakers asia cere Passenger motor 
SEatvine CAPACity? teh. o.5 eyays cu tedetr mons Ralcis 44 
Tata Wieigtrt.s % a: «lssccrs Lie spe adalene eel 32,500 Ib. 
Tengeth over alls... sells sa 41 ft. 4% in. 
Truck wheelbase jake xiepisaleriie eels 5 ft. 4 in. 
Width over -all..... 05h .a eho os Lee meas 
Height, rail to trolley base....... 10 ft. 3 in. 
BO Giy, Wane evs x Guenersl cus We tole etnslec elongata oe oceeaie Steel 
TRUSTION sULrim srs sheneusea 5 ete ie eolameair ores Cherry 
VSK-eHeNbhankay- Momeni ta seco. clears tama Agasote 
EROOL Sri sie ateapal table se: atten eo Re RTD co tan a en Arch 
U Nin ppalloreetdostney a cin hap Gere Gath dea G.E. CP-27B 
BREN div aioeo75 pusl ease A.S.T.M. Spec. A 20-21 
Car signal system..... Consolidated Buzzer 
Gari trinamilmes: <2sin ceteris sbelsreve tabelage Bronze 
LOxop atin qlo) Mien cone or Scarncoc) hs aad K-35 double end 


Curtain fixtures, 

Curtain Supply or National Lock Washer 
Chiptain’ Material Preracar. es ocean Pantasote 
IDESLIN ATION “SIOMS Pais w bases cone iereen ers Hunter 
Decor operating mechanism, 

G.E. Safety Car Devices Company 


PUONGOCTS ii. Ca Le Reese he H. B. Life guards 
ETA TAC AK OS Ai aype cera cstairn ielre) cies folisel sean aren ate Brill 
Heater equipment ............ Consolidated 


ieadhehts 2: eiarcms. « Golden Glow SM 95 
INT OCOVES |. ac Mee Beaman nie! dase Four G.H. 265 
SSUES. Sollee be aeetaniere We Jeuele irene tases Brill Winner 
Seatine’ material. 2... y.% wee Wood slats 


RSHIGY sya eiegcre ha KS yerteg ora MEE RO) BE IC CNT pcs Feralun 
TOMO Vea Ee CIIOTIS Nrsi.Ws /oyalis\a) arts th are tohare anes Harll 
TOME, DASE ch ictaateah we bine erate Simplex 


Ventilators 
GIG CIS EY a\ cue iad apenine eieisy seins 27 in. rolled steel 
Lighting fixtures, 

Compensating Type, 5 to the car in center 


Track and Line 


Northerh Texas Traction Company, 
Fort Worth, Tex., has announced that 
the completion of the Sycamore Heights 
line in Fort Worth will require a few 
weeks, and it is expected that service 
will be started on this line early in 
1924. This extension is a part of the 
improvement program now being car- 
ried out by the company. 


Aroostook Valley Railroad, Presque 
Isle, Me., has petitioned the Maine Pub- 
lic Utilities Commission asking for an 
extension of its lines from Sweden sta- 
tion, in the township of New Sweden, 
through parts of the townships of New 
Sweden, Stockholm, Township 17 and 
Saint Agatha, covering a distance of 
27 miles. 


Wisconsin Railway, Light & Power 
Company, Winona, Minn., is planning 
a large and costly program of track 
improvement extension and removal in 
1924 in La Crosse, Wis. In an ordi- 
nance recently approved by the Com- 
mon Council authority is given to com- 
mence this work. 


ELECTRIC RAILWAY JOURNAL 


Southern Cambria Railway, Johns- 
town, Pa., will lay 90 tons of 80-lb. 
T-rail on its line in Conemaugh as soon 
as the weather permits. It is also 
planned to lay new rails through Ebens- 
burg borough. 


San Antonio Public Service Company, 
San Antonio, Tex., will spend $1,500,000 
on betterments and extensions in 1924 
to be raised partly by sale of preferred 
stock and partly by the sale of bonds 
in the East. 


Los Angeles Railway during 1923 
built 10.32 single track miles of exten- 
sions and rebuilt 14.85 single track 
miles. At present the track depart- 
ment is rebuilding Flower Street be- 
tween Pico and Washington with new 
ballast ties and paving. 


Dallas Southwest Construction Com- 
pany, organized several years ago for 
the purpose of constructing ‘an inter- 
urban line from Dallas northwest to 
Irving and southwest to Cleburne, 
through its president, E. I. Turner, has 
filed application for an extension of its 
franchise. The petition filed with the 
City Commission of Dallas, Tex., repre- 
sented that approximately $80,000 had 
been spent in preliminary construction, 
building of dump, bridge construction, 
etc., and asked that the grant be ex- 
tended to Dec. 31, 1924. Mr. Turner 
told the City Commission that he had 
been forced to cease work on his proj- 
ect on account of the war, and had not 
been able to finance it since that time. 
He now has interested some northern 
capital and an English syndicate, and 
believes that construction work will be 
well advanced within a year. 
pai ee ee 


Power Houses, Shops and 
Buildings 


Hartford & Springfield Street Rail- 
way, Warehouse Point, Conn., begin- 
ning Feb. 1 will get its power from the 
Northern Connecticut Light & Power 
Company. The necessary connections 
are now being made, and as a result a 
force of a dozen or more engineers and 
firemen in the railway company’s em- 
ploy will be released. 


Illinois Power & Light Corporation, 
Chicago, Ill., is planning a new $45,000 
depot for Granite City, Ill. Ground for 
the new station has been purchased and 
work on the structure will begin soon. 
The depot will be built at Twentieth 
and G Streets and will be used for local 
and interurban passenger, freight and 
express business. There will also be 
room for the offices of the local rail- 
way department and lighting division. 


Waterbury, Conn.—Partial plans have 
been sent out for figures relative to the 


‘proposed new car house to be erected. 


at Waterbury, Conn., for the Connec- 
ticut Company. These plans refer only 
te the building for sand and salt stor- 
age. The paint shop plans will be the 
next to be submitted for figures. All 
plans are being prepared by the com- 
pany’s engineers in New Haven. 
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Trade Notes 


Mitchell-Rand Manufacturing Com- 
pany, New York, N. Y., gave its annual 
dinner and theater party for the sales 
department on Dec. 29, 1923. Previ-. 
ous to the dinner, which took place at. 
the Building Trades Club, the regular 
monthly meeting of the salesmen was 
held at the offices of the company, 18. 
Vesey Street. After the dinner the 
officers of the company, salesmen and 
their guests attended a performance of 
“Stepping Stones” at the Globe Theater. 


Westinghouse Electric International 
Company, New York, N. Y., announces. 
the appointment of R. F. Hamilton as. 
its manager for the west coast of 
South America. Mr. Hamilton, who: 
succeeds R. A. Wrench, will leave for 
Santiago on Jan. 5, to take up the 
duties.of his new office. Mr. Hamilton 
has spent the last four years. in Madrid, 
Spain, as consulting engineer to the 
Sociedad Espanola de Construccion 
Naval and its affiliated companies. He 
is a member of the American Institute: 
of Electrical Engineers. Mr. Hamilton 
went to the Westinghouse Electric &. 
Manufacturing Company in 1912. 


Sanford Riley Stoker Company,. 
Worcester, Mass., announces that it no. 
longer has any interest, financial or 
otherwise, in the Ground Coal Engi- 
neering Corporation or its successor, 
Universal Engineers, Inc. The Sanford 
Riley company will continue in the pul- 
verized coal business on its own account 
and will announce from time to time. 
the apparatus that it will manufacture. 
and sell. 


J. W. McIver has been appointed to. 
the position of advertising and publicity 
manager of the Edison Lamp Works of 
the General Electric Company at Harri- 
son to succeed T. J. McManis, newly 
made assistant to the manager of the 
publicity department of the entire: 
company. 


New Advertising Literature 


General Electric Company, Schenec- 
tady, N. Y., is issuing, for the con- 
venience and reference of electric rail- 
way master mechanics, a _ loose-leaf 
booklet entitled “Engineering Data for: 
Car Equipment Maintenance.” This; 
booklet is individually prepared for: 
each master mechanic and contains. 
maintenance data and helpful informa-. 
tion relating to the particular car 
equipments operated by his company. 
The data consists of various diagrams 
of electrical connections, ete., which 
would be of service in tracing trouble, 
together with instruction; books and 
leaflets giving detailed information of 
value in car equipment maintenance. 


United States Department of Com- 
merce, Washington, D. C., has issued a 
fifty-page pamphlet entitled “Help- 
ing the Exporter—A Service Story Step 
by Step.” 


